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SATURDAY, AUGUST 21, 1875. 


Vignoles or Stevetts? 


We have received through Professor Thurston, of the Stevens 
Institute of Technology, a copy of a lithographie circular 
issued by Mr. Robert L. Stevens, in 1830, which will be of very 
general interest to railroad men, and which will supply 
material for the future history of the railroads of this country, 
if such a history is ever written. The circular contains an en- 
graving, which we have reproduced in the wood-cut herewith 
The following is a copy of the text of the circular: 
LIVERPOOL, 1830. 

‘¢ GENTLEMEN : At what rate will you contract to deliver at. 
Liverpool, say from five to six hundred tons of Railway, of the 
best quality Iron rolled to the above pattern in twelve or six- 
teen feet lengths, to lap as shown in the drawing, with one 
hole at each end, and the projections on the lower flange at 
every two feet. Cash on delivery. How soon could you make 
the first delivery, and at what rate per month until the whole 
is complete. Should the terms suit and the work give satis- 
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Which Wheel of a Truck Slips in Going Around a 
Curve, the Inside or the Outside One? 





To THE Eprror oF THE RAILROAD GAZETTE: 

Reply.—That wheel will slip on which the pressure is the 
least. 

For a single truck with an equally distributed load, other 
things being equal, on a flat track (i, ¢., one in which there is 
no super-elevation of the outer rail), the inside wheel will slip, 
for the following reasons : 

1. Because the direction of the resultant of the weight and of 
the centrifugal force is more in the direction of the outer than 
of the inner wheel. 

2. Because, on account of the parallelism of the axles and the 
play allowed the wheels, the flanges of the latter are against 
the outer railand away from the inner one in the passage 
around the curve, and this is true whatever may be the speed. 

This brings the point of application of the resultant (corre- 
sponding to the loaded point on a beam) nearer the outer than 
the inner bearing. 

On a curve, the outer rail of which has been elevated for 
given speed, at this speed the resultant above mentioned is 









































faction, a more extended order is likely to follow, as this is but 

about one-sixth part of the quantity required. Please to ad- 

dress your answer (as soon as convenient) to the care of Fran- | 

cis B. Ogden, Consul of the United States at Liverpool. 
‘I am your obedient servant, 





“President & Engineer of the Camden & South Amboy Railroad 
& Transportation Company.” 

The copy of the circular before us is not signed, but there 
can be no doubt of its origin and date. 

From the engraving it will be seen that the original design 
for this rail had projections on the flange. We are told by Pro- 
fessor Thurston “that manufacturers declined to undertake to 
furnish these rails, on the ground that they could not be rolled. 
Mr. Stevens himself, with characteristic confidence in the suc- 
cess of his own plans, went down to Dowlais and showed that 
it could be done and how.” It is probable, however, that the 
design was then somewhat modified, and that the flanges were 
made straight, and the section modified so as to conform very 
nearly to that shown below. Our reason for thinking so is 
based partly on the following letter addressed to Mr. Thomas 
©. Clarke, of Philadelphia : 

“Dear Sim: I take > plaaoure in forwarding 

d 


tne om ‘ou one yard of 
C rail known as Stevens’ pattern, laid in 1832 on the 
amden & Amboy road. 
len following is a quotation from a letter from the Super- 
oan of the Amboy Division, indicating that the rail 
my been in service for about 40 years. 
tal, © record to enable us to tell when the 
en from the main track ; my recollection 


ae about 1852 or 18538. The 


iece of iron was 

i : that it Sealy 
iece sent you was pro! 

; : for about 


Franx THOMSON, 


= nee track for about 20 years, and in a siding 
“Yours respectful 
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ROBERT L. STEVENS’ RAIL, 


This piece of rail was sent to Mr. W. W. Evans, of New York, 
who has urnished us with a section cut from it. The smuller 


; engraving annexed has been made from it, and a tracing was 


sent by us to Mr. Ashbel Welch, who was long Chief Engineer 
of the Camden & Amboy Railroad, and who now occupies a simi- 
lar position on the Pennsylvania road. In reply to some in- 
quiries regarding the history of these rails, he writes: 

“I do not think any rails with protuberances of the flange 
were ever rolled. The tracing* is “Zz nearly if not accurately 
that of the rail actually laid down. The weight was 42 lbs. per 
yard. The iron was excellent. Some of it is still in use in 
sidings. It was first laid on stone blocks with a cushion of 
locust or white-oak between the iron and stone, but the blocks 
were in a few years removed. I think the light rails remained 
in the main track of the Camden & Amboy Railroad 15 to 20 
years.” . 

It will thus be seen that this form of rail, which is known 
the world over as the ‘‘ Vignoles rail,” was designed 45 years 
ago by Mr. Stevens, and has been in use in this country for 
more than 40 years. It bears a striking resemblance to the 
latest and most improved patterns, and we think its history 
deserves to be preserved, which is the object of preparing this 


description of it. 

—Maj. Henry G. Prout, of the engi neers of the Egyptian army, 
a - engaged on railroads in Ohio and eben * Le and ie 
Governmen ae in the Kocky Mountains, when last 
heard from (in May) was at Obeid, in Kordofan, pretty well 
towards the heart of Africa, whither the expedition with which 
he is wtney hey wd Prout was sent as of 
tion, put at was commanding 
mene. the chief of which, Colonel 

supposed to be dying. 








e - 
one of the corps of the 
Colston, was very sick 








Tanager Pennsylvania Ra 


“General 








* The smaller engraving is a copy of the tracing. 








DESIGNED IN 1830, 


perpendicular to the plane of the rails, and hence at that par- 
ticular speed the first of these causes is inoperative, while the 
second, remaining in force, causes the inner wheel to slip as 
before. 

At any higher speed, the first cause again comes into play, 
and allows the inner wheel still greater facility for slipping, 
and the more so the higher the speed. 

On the other hand, for a speed less than that for which the 
rail was elevated, the centrifugal force, being diminished, 
brings the resultant more in the direction of the inner rail 
than before, and at some speed would make its direction such 
as to exactly counteract the effect of the second cause, and 
would thus render the wheels equally liable to slip. 

At less speeds the ower wheel would slip. 

In the case of a long train, the wheels at the ends are nearly 
in the condition 0’ those of a single truck, while those near 
the middle, being drawn to the inner rail by the action of the 
forward and rear portions of the train, will sooner come into a 
condition in which the outer wheels will slip. 

In this, the coning cf the wheels has been considered as a 
part of the elevation of the outer rail, either increasing or 
diminishing it as the flanges press against the outer or the inner 
rail. (resee, 


Baltimore & Ohio Railroad Compa, 
Ohio and Chicago Div 
Campripce, August 9, 1875. 
To THE Epiror OF THE RAILROAD GAZETTE. 
In the issue of the Railroad Gazette of August 7 is the ques- 
tion, ‘Can you tell me which wheel ofa truck slips in going 
round a curve, the inside or outside one ?” 


Supposing you take for example a curve with an angle of 45 
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degrees; the outside rail is of course the highest; the bearing 
of the wheel naturally inclines toward the lower rail (or inside 
curvature), throwing it up close to the flange. Then the higher 
wheel must, as a natural result, ride the rail on the lower part 
of the tread. The answer would be, What the inside wheel 
would lose, the outside wheel would gain. Neither wheel slides, 


unless it should be on a very short reverse curve. 
NoRVELL. 





SAFETY-VALVES. 
BY RIOHABD H, BUEL. 


pliner aera Salt acres Ste 
[Continued from page 334.) 

IV. PRoPer FORM FOR A SAFETY-VALVE, IN ORDER THAT IT SHALL 
LIFT A GIVEN DISTANCE. 

When a safety-valve is raised by the pressure of the steam in 
a boiler, it usually exposes a greater area to the pressure. 
Hence, if the valve were loaded with a weight, it might be ex 
pected that it would open wide at once from the unbalanced 
pressure due to the action of the steam in the increased area. 
It is found in practice, however, that the ordinary safety-valve 
only rises very slightly when the pressure for which it is set is 
reached, and that itis necessary for this pressure to be in- 
creased considerably to raise the valve much higher. In a pre- 
vious part of this paper it was stated that as soon as a safety- 
valve was opened, a new set of conditions was to be considered, 
With the opening of the valve, steam begins to escape from the 
boiler with a high velocity, and in its escape it has to overcome 
the resistance afforded by the opening. In this way its pressure 
is reduced, near the orifice, so that, although there is a greater 
area of valve to be acted on by the steam, the 
pressure is reduced. How much the pressure will 
be reduced in any given case can only be de- 
termined by experiment, since the data for a theoretical cal- 
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culation cannot be given. Some experiments made in England 
showed that in the case of a three-inch valve, relieving a boiler 
at a pressure of 100 pounds per square inch, the pressure 
under the valve was 25 pounds per square inch. It is probable 
that the pressure under a valve, when opened, will vary with 
the form of valve and the pressure in the boiler, as a change in 
tae valve may vary the resistance opposed to the escape of 
8.cam, and a change of steam pressure effects a corresponding 
change in the velocity with which the steam issues from the 
orifice. 

In the case of a safety-valve kept down by a spring, it must 
be evident that unless arrangements are made for increasing 
$.1e upward pressure, when the valve is opened it will lift but 
slightly, since every increase of lift requires additional force for 
the extension or compression of the spring. But in whatever 
menner the valve is loaded, it would seem that the first step in 
proportioning it would be to find what pressure is acting when 
the valve is opened. It will then be possible, knowing the re- 
sistance that must be overcome to give the desired lift, to afford 
such an increase of area in the open valve that the steam 








Fig ts 

pressure will balance the resistance. It must be remembered 
in this connection, that it is desirable to have the valve 
close promptly as soon as the pressure is reduced, 
and unless some special provision is made for this, 
the valve, though it may open wide from the pres- 
sure due to the increased area, will be prevented, from the 
same cause, from closing until the pressure is greatly reduced. 
As before remarked, experiment is necessary in order to give 
data by which the desired results can be effected, and experi- 
ments in this direction have not been sufficiently extended to 
enable general rules to be deduced. It may be interesting and 
instructive, however, to call attention to examples of valves 
that give good results in practice, and explain, as far as pos- 
sible, the principles on which they act. It is not considered 
necessary to illustrate all the safety-valves in the market, but 
only such prominent ones as embody distinct principles. And 
first it mpy be well to give the results of some experiments 
made by a commission appointed by Congress to examine life- 
saving inventions, in 1868, This commission received 14 safety- 
valves for examination, and tested them by attaching them to 
a steam boiler and observing their action. It is reasonable to 
suppose that the valves offered for competition represented the 
most prominent and successful ones in the market; but it will 
be seen that many of them were far from fulfilling all the con- 





ditions required of a good safety-valve. The accompanying 
table gives the esssential features of the test, the different 
valves being represented by numbers. 




















‘Valve. | lackedor | Set to | ee, 
Valve. | Open. Open at | Blew off at Closed at 
Open. 107 | 115 | 106 
No.1. | Locked. | 107 | uz 14 
2. | 53 69 | 
Ho. 2. { Locked. | 53 co 8 | 57 
No.3. | Open. 40 58 | 52 
Open. 45 49 | 25 or 24, but 
| pee — 
jing, until shut o 
No. 4. | iby hand. 
Open. 45 46 
| Locked 45 45 35 
Open. 42 50 | 50 
No.5 Open. 82 91 | 89 
Locked. 82 | 91 | 89 
Open. 35 | 465, Degen H 
blow alittle, but; 
was shut off at 
No.6. 4 54, not having! 
blown freely,| 
even at that 
point. | 
Open. 90 93 74,and did not 
| cease blowing. 
No.7. | Locked. 90 90 | 85 
““)) Open. 50 60 | 45 
Open. 50 50 | 46 
— 50 50 | 46 
| 2. 60 60 | 50 
ae. {| Locked «a is 38 
n. 103 06 | 92 
Ro. 9. {| Locked. 103 106 Si 7 
2. 15 80 7 
No.10.}| Locked. | 3 o | 73 
| Open. 100 99 Failed to close, 
No. 11. shut off at 85. 
Locked. 100 98 95, leaking badly 
in. 130 133 Shut off at 114 
No. 12. Locked. 130 136 Shut off gt 115, 
— 136 a 121 
in. 136 | 37 138 
No. 18. i Locked. 136 136 137 
No. 14. ‘| Open. 30 31 30 











Locked. 30 31 30% 





In some experiments made by the Academy of Sciences, in 
France, and the Franklin Institute in this country, a valve of 
the form shown in Fig. 12 was employed. It will be apparent 
that as soon as the valve is raised a little, the weights will 
move on the lever, causing the valve to open wide at once. A 
valve of this kind, however, is not suitable for general practice, 
since a sudden opening to the full capacity is apt to empty the 
boiler of both steam and water, and, moreover, there is no pro- 
vision made for the automatic closing of the valve bya slight 
reduction of the pressure. 

An ordinary valve, if not kept constantly in use frequently 
sticks fast to the seat, so that the pressure must be raised be- 





Fig 14 
yond the point for which it is set before it will open. The fric- 
tion of the joints on the lever also frequently increases the re- 
sistance to opening very considerably. A valve called by 
the inventor the “positive safety-valve” is sketched in Fig 
13, The seat is spherical, and the weight is within the boiler, 





a tube on the end of the valve-stem extending down into the 
water. There are no joints to cause friction in the valve, and the 
motion of the water produces a movement in the valve, so that 
it is continually changing its position on the seat, and is not 
liable to stick. By a proper proportion of seat, it is 
possible to expose enough additional area of valve, when 
opened, to give any desired lift. 

Instead of pin connections for the levers of safety valves, it 
is common to make the levers turn on knife edges, thus reduc- 
ing the friction. In the case of valves loaded by springs, it has 
been mentioned that every increase of lift requires an increase 
of force to overcome the resistance of the spring. In the 
“ compensating safety valve,” Fig. 14, the spring is attached to 
the point A of the bent lever, so that as the lift of the valve 
increases, the lever arm of the resistance diminishes, which 
has the same effect as increasing the pressure on the valve. 

An arrangement for giving a large opening with a compar- 
atively small lift, by having a double-seated valve, has been 
proposed. A sketch of the plan is shown in Fig. 15, A and B 
being the two seats. It is found difficult, however, to keep 


such a valve tight. 
[TO BE CONTINUED. ]} 








About Rail Joints. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

Notwithstanding the great amount of thought and ingenuity 
that has been expended and the numerous devices that have 
been brought forth for rail joints or splices, there is yet room 
for a vast improvement in that direction. It is not only at the 
ends that the rails give out first, but it is at the joints that all 
manner of rolling stock gets shaken to pieces. If we could lay 
rails after the manner of laying a submarine telegraph cable, 
and have no joints, the expense of repairs to road and machin- 
ery would be light and dividends would be heard of occasion- 
ally, and the “receiver” would find his occupation gone. It 


is, however, hard to believe that we shall ever be able to build 
a rolling mill at one end of a road and reel off a continuous 
rail the entire length of the road; but, in order to illustrate, 
let us suppose that a road one hundred miles in length has 
been laid with a single pair of rails of that length. It is 
obvious thatif such were the case the surface of the rails 
could be easily maintained in first-class condition, and 
“things would run smooth.” But some malicious persons 
cut our rails into 28 or 30-feet lengths, and we must set to 
work and repair damages. And straightway we begin to 
“splinter” up the cut or broken rail as the surgeon “splinters” 
a broken limb, and, like ‘‘saw-bones” (or many of them), we 
have made a very poor job of it and are guilty of malpractice. 
We reason that our rail is cut in pieces, and it has a great load 
to bear, and we must splice it and make it as strong as possi- 
ble—the stronger the better. So we put cast-iron chairs under 
the ends, and bolster them up with the largest ties we can 
find. This makes a nice little anvil on which to batter the 
ends of the rails, and it is done with neatness and dispatch. 
Then we use all manner of clamps, gripes, lips, keys, bolts, 
nuts, wedges, splice-bars, etc., etc., and perhaps we have made 
it stronger than a sound rail. And there is a possibility that 
we have over-done this splice business. When the surgeon 
splintered up the broken bone he aimed to prevent the least 
bending, or even tendency to bend or move at the point of frac- 
ture. Buta bone is not flexible, and will not bend without 
breaking, as the rail that we have been bandaging will, and it 
needs different treatment. There is a certain amount of de- 
flection of the rail when under pressure, the amount 
varying, of course, with the weight and pattern of the rail, the 


*| nature of the road-bed and the support it (the rail) receives 


from cross-ties, and the load it has to sustain. Now, as a loco- 
motive moves along there is a constant deflection of the rail, 
forming what is termed a ‘“‘ wave of deflection” or ‘‘curve,” 
This “‘ curve” or “‘ wave,” on a road well ballasted, with cross- 
ties properly placed and joints well spliced, moves or seems to 
flow smoothly a certain distance in advance of the wheels, 
causing the deflection, and a locomotive seems to run as 
smoothly as a ball on a billiard table. So long as the wave is 
kept steady in advance and unbroken, a train is said to run 
smoothly, but when the wave becomes broken by uneven sup- 
port from road-bed and ties or a lack of support, or too much of 
it at the joint, there is great uneasiness in the running of the 
train. That is to say, that if we have the joints gripped up so 
that there is less deflection there than in the middle or other 
portions of the rail, thereby breaking the wave of deflection, 
we have gone too far with joint fixtures. To make this more 
clear, it may not be out of place to refer again to 
the billiard table for means of illustration, inasmuch as 
railroad men would be about as likely to “see the 
point” in a billiard room as they would in church upholstery. 
Well, when they make a billiard table, the main object 1s to 
produce a surface on which ivory balls of a few ounces weight 
will rnn with great nicety. To accomplish this, marble slabs 
weighing perhaps a ton are mounted upon a table with mas- 
sive legs, the surface of the stone work being nicely polished, 
and the whole covered with a cloth of peculiar texture. And 
notwithstanding the solidity of the table, a clearly defined wave 
of deflection precedes and follows the ball while in motion. 
While at rest, the ball may be said to be blocked in every di- 
rection, or rather in which ever direction it should be started, 
it would have a slight incline to overcome from the slight de- 
pression of the fabric interposed between the marble slab and 
the ball. The passage of the ball over the table is entirely free 
from vibrations, but it only weighs a few ounces while the 
table weighs perhaps a ton. Now when all this preparation is 
necessary to produce an easy and steady motion ofa ball ofa 
a few ounces weight, what must be necessary to prepare a way 
on which a locomotive weighing as many tons will run as 
smoothly ? 

A word more: Let us take a piece of canvas and stretch it 
on a frame the size of a billiard table, roll a ball over this, and 
its motion is perfectly smooth with no _ vibration. 
Now tack some straight-edged strips across the frame so as to 
just touch the canvas on the under side. oll the ball cross- 
wise of these strips and it will go bobbing along at o funny 
rate, just like a locomotive on a light rail with loose joints, or 
with joints gripped so stiff that the wave of deflection is broken, 
and it goes bobbing along like the ball over the slats under the 
canvas. 

In short, it seems that the necessary qualifications of a good 
rail splice are such as will allow of the same deflection (and no 
more) at the joint as on any other portion of the rail, and shall 
behave in all respects like an endless rail. This is a good sub- 
ject for thought and experiment. Wm. 8. HuntINGTON. 
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Limits of the Authority of Directors of Corporations. 


In his opinion in the suit for the foreclosure of the Chicago 
& Southwestern, Judge Love, of the United States Cireuit for 
the district of Iowa, makes the following statement of limits to 
the authority of corporation officers to make their companies 
responsible : é 

Let us now finally consider the case presented by the inter- 
vening bondholders to maintain their prayer for alternatiy ° 
relief. This prayer is founded upon the allegation that the 
Rock Island Company committed a breach of the trust impos 
upon it as cnstodien of the money raised on the branch bon r 
It was provided in the branch mortgage that the bonds sné 

ensd should be delivered and paid over by the Rock Islan: 
mpany, as custodian, upon the certificate o the Chief y # 
neer of the Southwestern Company, with the approval of 
President of the Rock Island Company indorsed thereon, nd 
Hence it is insisted that it was the duty of the Rock Isla 


pervi diture of the money and see 
roe judi pe fied to the building of the road, and 


that it judiciously appli : 
that instead of wo Later this duty the custodian — ~ 
the money to squandered and wasted Cisnoneee y "ahe 


extravagant construction contracts. It is alleg e. 
road “=, accepted in so unfinished and imperfect condition 





it for 
that.a large sum of money had to be expended to prepare it 
use and operation. It ie further said that the line was repre- 
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sented to the bondholders to be fifty miles in length, whereas 
it was in fact only about thirty miles long, and that in this the 
branch bondholders were grossly defrauded. These frauds, it 
is contended, could not have been consummated if the trustee 
of the fund had faithfully performed his duty as prescribed in 
the branch mortgage. 

With respect to the line of the Atchison Branch road, it may 
be remarked that there is no provision in the branch ae 
as there is in the contract of Oct. 1, 1866, which, by the recitals 
of the main-line mortgage, became a part of it, giving to the 
Rock Island Company any control of the alignment. The 
Rock Island Company having indorsed the main-line bonds, 
reserved to itself the right to control the location and ~~ h 
ment of that road. showing as true all that is affirmed by the 
intervening bondholders with respect to the imperfect con- 
struction of the road, I cannot see that they have suffered any 
substantial injury, since it is shown that the Rock Island 
pany has, by repairs and betterments paid for with its own 
means, made the Atchison Branch a “first-class Western road,” 
and it is concedea that the lien ot the branch mortgage at- 
taches to the road in its improved and bettered condition in 
preference to the Rock Island Company's claim for improve- 
ments. It is noticeable that by the terms of the branch mort- 
gage the Rock Island Company is made custodian merely of 
the funds, and they are to pay or deliver upon the certificates 
of the Chief Engineer of the Southwestern Company, with the 
approval of the President of the Rock Island Company in- 
dorsed thereon. 

But at this point it may not be amiss to inquire what is the 
Rock Island corporation? What are its functions? Who com- 
pose the corporate body? The president and directors are not 
the corporation. The corporate ae must have existed before 
its officers or agents were chosen. If every one of these should 
be killed by lightning in a moment the corporators that elected 
them would still live. Manifestly the stockholders constitute 
the corporation. soy their money into it. They own the 
stock and pro penis e corporation. They alone take the 
profits and suffer the losses resulting from its business. They 

eep the corporation alive or puta end to its existence. Ina 


348 

















































































































materials used, the processes emplo: in its manufacture, the 
size of ingot, number of re-hea’ wet the extent to which it 
has been subjected to hammering or rolling. 
analysis and the results of mechanical tests, with dimensions 
of the specimens broken, if such have been made, will also be 
of value to the Committee. 

Please state, also, at what heat each quality of steel submit- 
ted is best worked and hardened, the process of temperi 
recommended, the kind of ae medium to be employed, an: 


the color to which the temper be drawn for tools in- 
tended for different p 


If it should be desired by the manufacturer to furnish one of 
is own men, familiar with and skilled in working the particu- 


lar steel submitted, the Committee would be pleased to accept 
his services. 


Any suggestions in regard to the tests to which the steel or 
dg e of it should fe subjected, will be thankfully re- 
celv' 


The bars are to be stored until the Committee determines 
where they are to be sent. Davin Sarr, Chairman. 


English Railroad Employes, Their Wages and Treatment. 


The following rules were issued by the London, Chatham & 
Dover goods department (what we would call the freight depart- 
ment) in 1872. These rules contained concessions for which the 
men had been agitating. Now the men complain that they are 
not dealt with as favorably as these rules require : 

‘On and after June 1, 1872, the pony | scale of wages will 
come into operation for appointed men at Blackfriars and Stew- 
art’s lane, London, goods stations; and the duties of the men 
will be classified as under : 

‘“* Hours of Duty.—Each man’s ordinary duty will consist of 
twelve consecutive hours, whether such hours be entirely by 
day or entirely by night, or partly by day and partly by night. 
Class A. Class B, 


work, such as new hot blast and tuyere fixtures, 
eto. Prices are very low, and the ain but meagre. 
en. = 3. Colptan bes zp om the last of his three fur- 
naces, 8 repairing them. ¢ Donaghmore was 
after being out about three monte he 
Lebanon Valley Furnace is in blast and doing well. 
the night turn the slag of this furnace is granulated fer 
road ballast, and during the day turn it is converted into pay- 
ing-blocks ; the melted slag being run into molds and slowly 
cooled. Berd, Coleman and North Cornwall furnaces are 
stocking up with ore and stone, and will probably blow in as 
soon as dependence can be placed on coal. The two anthracite 
and charcoal furnaces at the Cornwall ore hills are in blast; 
the latter is 140 years old. The above are all in Lebanon or in 
Oe The new furnace st Sh 
“The new at Sheridan is worki: lendidly, and 
the old furnace is ready to blow in at the sli tot 
ment. The new Robertson Furnace is again in b I 
have heard no unfavorable reports. The Mount Hope Chereoe] 
, in Lebanon County, nearly 100 years old, which has 
been out of blast most of the time for ten years past, has blown 
in, owing to the estate in court on suit of partition, but 
its present owner, A. Bates Grubb, son of the founder the 
furnace site, is now having plans perfected by Weimer & Birk+ 
enbine for adding blowing engine and hot blast. The furnace is 
at ee driven by water-power. At Reading the only furnaces 
in blast are one of the Keystone Iron Company’s plant and one 
of Seyfert & McManus. kert & Bro. are repairing their 
stacks. Temple Iron Company is rebuilding all that were 
pg — and putting in a new engine and hoist. Lees- 
rt mn ve ryeel 3 + Ly | thoro ay, Out of 34 
aces in wha rm e strict I know 
* is ane Let Fntth, Ang @ 

a mee e' elphia, A it 6, the creditors of 
Gerry, Tilton & Colwell, the Pittsburgh Bolt Company and the 
Girard Tube Works, the committee made a re recommends 
ing the acceptance of the proposition made, which was a settles 
ment on the basis of 25 per cent. of the face of the claims for 





which one of the parties is liable ; where two are 

word, they are the constituent body—the life, the soul of the Sa = a cent.; where all are liable, 45 per cent.; payment > rey pha ne 
incorporeal body—and under the law they are the final source | Goostan shunters Guu” to be made in 30 days after final acceptance of the propositions 
of all power and authority. The President and Directors can- | Drivers (one horse). Weighbridgemen Porter, Bell & Oo., of Pittsburgh, Pa., have shipped the first 
not therefore bind the corporation to anything and everyt! Number takers. Drivers (two horse), engine for the Hot 8 Seontb Railroad of Arkansas. These 
and by every manner of means. Their power is derivative, and | Hoistmen engines have 11 by 16 inch cylinders, two pairs of 44 inch driv- 
like all persons exercising delegated power th y must, to bind en. ing wheels and a pony truck. They are, we believe, of 3 feet 6 
their principal, keep within the scope of their authority. The | Scavengers inches e, and are very handsomely finished. ’ 
president and directors of a railroad company could not, with | Sheetmen The iel Rolling Mill Company at Harrisburgh, Pa., is 
the money of the corporation, purchase stock in a manufactur- Year. Year, its rail mill to its full capacity and employs about 300 
ing company. They could not commit the stockholders to the | 1. 2. 3. 6. 10. | 1. 2. 3, 6. 10. | men. 
building of a canal. They could not engage the company in 18s. 198. 208. 218, 228.] 208. 2is, 228. 238. 28. | The Franklin Iron Company’s Works, at Franklin Furnace 
the banking business; accept money on deposit—deal in ex- Clase C. Class D. Sussex County, N. J., have been idle some time, ‘but will soon, 
change, and thus make the stockholders to the extent of their Train and engine shunters. Marketmen. it is reported, start up again. The Company continues to take 
stock responsible for losses. —, Checkers. out ore and a large quantity has accumulated at the dump. 

Now in the present case the Chicago & Southwestern Gompeny a a Shippers. The new blast e at Hackettstown, N, J., started up for 
saw fit in the branch mortgage to provide that the Rock Is. Year. Year, the first time last week. 
Company should be the custodian of its bonds and money; and it a. - - = pd ~. ~ A a. bf 


is contended that this mortgage committed the Rock Island Com- 
pany to the duty of supervising the contracts, the alignment 
and the construction of the Atchison Branch road. Was i 
cognate to the ends and purposes of the Rock Island Com: 
ny’s organization to become the trustee and custodian of the 
funds of another road; to supervise its construction, contracts, 
and aligument, and to mene from a vast distance its 
actual construction, its building material, its stone, timber and 
mortar? Had the President and Directors the right to commit 
their stockholders, without their consent, to this vast responsi- 
bility, and make them liable for losses growing out of it? 
Doubtless the Treasurer, Mr. Dows, who received the money as 
custodian, became responsible as an individual for its safe kee; 
ing and disbursement, and perhaps if Mr. Tracy undertook 
supervise the construction and alignment, he, as an individual, 
may have become responsible for a faithful execution of that 
trust; but, in my judgment, neither Mr. Tracy nor the whole 
directory had any authority to bind the stockholders without 
their assent to duties and responsibilities so extraordinary and 
so alien to the business of the corporation. Andin my view 
the same principle applies with even greater force to the declar- 
ations, admissions and representations of individual members 
and officers of a corporation made beyond the scope of their 
authority and idle of the corporate business. e stock- 
holders—the real corporators—are not bound by such declara- 
tions and admissions. It seems to be supposed that whatever 
Mr. Tracy may have said or promised anywhere, and about 
anything, was sufficient to commit the corporation to the 
greatest and most onerous responsibilities. f this were law 
there would be no safety for the stockholders of any corpora- 
tion whatever. 

There seems to be no sufficient evidence in the case that any 
of the officers of the Rock Island emp were privy to the 
false representations upon which it is alleged the branch bonds 
were negotiated. But what vay Anse Had any individual 
officers or directors or the whole directory any power whatever 
to bind the stockholders of the Rock Island Company without 
their own consent to any guaranty of another road’s bonds, even 
if they had assumed to do so by the most solemn written fe 
much less by mere oral declarations, ‘ without form a: 
void?” Are the stockholders of the Rock Island Company to 
be made responsible for the payment of millions of money by 
the floating declarations of its individual officers and employ- 
ers? Would any prudent money-lender—and what money- 
lender is not prudent—have accepted and relied upon such evi- 
dence as a basis for loaning large sums of money? Is this the 
kind of evidence on which vast loans are negotiated by finan- 
ciers and capitalists? To hold any. corporation bound by the 
somewhat slippery doctrine of estoppel to the amount claimed 
in this case would, in 4 judgment, be carrying that doctrine 
to an extravagant length. By such an epee ee of the doc- 
trine of equitable estoppel the stanchest corporation in the 
land might any morning find itself buried beyond hope under a 
huge mountain of obligations “proved by parol.” 

For these reasons I am of opinion that the prayer of the 


cross-bill for alternate relief must be denied and the cross-bill 
dismissed. 


American Bridge 0om 


y: 
This company reports oat it has under construction this year 
the een | important bridges, roofs, ete.: 
Missouri River bridge (rail and highway) at Atchison, Kan., 
ca 


1m feet total length, for the C go & Atchison Bridge 
the service will prevent the actual completion of the work with- 


pany, 
Taunton River bridge (railroad and highway) at Fall River. 
in the twelve hours that the men should remain on duty, but | Mass., 955 feet total length, for the Old Colony Railroad Com- 
no overtime will be allowed in any case for a less period than 
thirty minutes. When the overtime amounts to half an hour 
or more, it will be recorded by the foreman, and the total 
amounts paid for weekly at the rate of a day for every ten 
hours on the certificate of the head of the department. No 
overtime will be paid for unless the work has been ordered by 
the proper officer, nor when it arises froma want of due dili- 
ence on the part of the men themselves in the performance of 
eir work. 

** Week’s Work.—The week consists of seven days, and the 
ee are calculated accordingly, but as far as the necessities 
of the public service _ in the opinion of the head of the de- 

artment, allow of relief from mp 4 duty, arrangements will 
made for that purpose, so that each man shall have a fair 
nr Say-day.—Wages wil ecessary arrangements 
ay-day.—Wages will, as soon as n emen 
can he tente, be paid weekly instead of fortnightly. 

‘* Holidays.—Each man will be allowed three days ~—y —~ | in 

ear without deduction of wages, the time to be fixed by 
head of the department with reference to the necessities of 
the public service, and subject in every case to the man having 
conducted himself satisfactorily for the previous twelve months. 
No man to be entitled 
twelve months’ service 

“ Deductions 


‘* Meals.—Two hours during each twelve hours of duty will be 
allowed for meals, to be regulated by the head of the depart- 
ment with reference to the convenience of the public, and the 
due and proper dispatch of business. 

6 Overtime .—It may sometimes happen that the exigencies of 


a 
onongahela River stiffened suspension bridge (high 
ow » Pa., 1,245 feet total length, for ‘< foot Bae 
mpany. 
Cumberland River and other railroad b , 3,950 
tag fo he Cahn air alr Goan 
eva ‘0 ew York City, 14% mil 
for the New York Elevated Railroad Oc a oe ae 


pany. 
Dale Creek, high iron trestle, 536 feet tota] ] ngth. 
Union Pacific Railn ny. ane Op 


Chicago River bridge (highway) at Madison street 
son 
total length, Pivot s street, 154 feet 


Chicago Hiver bridge (highway) at Harrison str 

total length. Pivot span. — neatt eae en 
Missouri River railroad beige at Kansas City, Mo., r 

the pivot pier, for the Hannibal & St. Joseph Rai Com- 


my. 
Two truss spans of railroad bridges for the Chicago & Alton 
Railroad prewn g~ 
Des Moines River railroad bridge at Keokuk, Iowa, for the 
St. Louis, Keokuk & Northwestern Railway Company. 
iM Iron roofs at Cleveland, Ohio, for the Cleveland Rolling Mill 
ompany. 
Machine shop roof at Stevens Point, Wis., for the Wisconsin 
on Account Ah Dadncti from a | Central Railroad Company. 
man’s pay on of tnviban or legitimate absence of Shop roofs at Garrett, Ind., for the Baltimore & Ohio Rail- 
any kind, such as sickness duly cer tifed Magen sgn, Sanat othe - Trogete length of the structures whose length is gi 
ro ans, ote, to be at the same rate as overtime, vis. tem hours | ., 1¢ 047 foet—e little more than three miles. tee go 
A letter to the Railway Service Gazette complains that on the |The Winchell Oar Ventilator. 
London & Northwestern, where firemen were promised 8 shil-} This apperains, which has been recently tested on a car of 
lings 6 pence the first year, 9s. 94. the second, and 4s. the third, | the Cincinnati, Hamilion & Indianapolis road, is thus described 
one man has fired for 3s. 3d. for nearly two years. The prices bamber attached to the f tendin 
promised would amount in American currency to 96 cents, ee lis supplied wit = Me cates 


wage 7 the =e, Each end is supplied wee hood protected 
1.03 and $1,10 per day, for the first, second and third years of | by very fine wire gauze screens, which the air 
oe — ie aatbtior olee is efedited to the abamtber. Sach deme th ton 
° nished with a cut-off, operated by a lever within the car, by 
means of which the supply of air may be re ted to a nicety. 
A number of registers in the bottom of the chamber admit the 
air tothe car. When the train is in motion, the cut-off in the 
forward end of the car is —-. and the air enters, passes 
down through the registers into the car, and, having served its 
urpose, makes its exit through the rear hood, or, if the win- 
ows are open, through them. In connection with this air- 
chamber, and for summer use only, are deflectors on the outside 
of each window, which, acting as an exhaust, not only draw out 
the impure air from the car, but prevent the admission of 
smoke, dust, cinders and rain through the open window. These 
deflectors, being made ot glass, do not in the least impede the 


to this privilege until he has completed 








THE SCRAP HEAP. 

Railroad Manufactures. 

The Manchester Locomotive Works at Manchester, N. H., are 
rapping Sve dogs in Bow with a force of 150 men. 

The Huntingdon (Pa.) Car Works now employ about one, 
and are running on contracts for the Pennsylvania Railroad 
for a railroad in Cuba. 

The Connellsville (Pa.) Machine & Car Com is extending 
the capacity of its works, and is full of orders. e works are 
now employed on the iron work for two bridges over the Cas- 








Tests of Tool Steels. 





view from the windows. They are ted all at once 
eae gr dg be ig yt of oo ~ means of an iron rod running along the side of the car.” te 
The following circular is issued by the Committee on Steels coal-pit cars, coal shaft and farnace machinery. Preserving Timber. 
for Tools of the United States Board for Testing Iron and Steel, The Curtin Iron Works, in Center County, Pa., are running 


said committee consisting of David Smith, U. 8. N.; L. A. 
Beardslee, U. 8. N., and Gen. Wm. Sooy Smith, C. E. : 

_A committee of the Board appointed by the President of the 
inited States in conformity with an Act of Congress, approved 
March 3, 1875, has been instructed to make a series of tests to 
determine the constitution, characteristics and special adapta- 
tions of steels used for tools. 


As the results sought to be obtained are of public interest, 
the committee woul 


An exchange says: “The New Orleans & Mobile Railroad 
Company has recently purchased 10,000 barrels of creosote oil, 
to be used for the protection of their bridge timbers and 
against the attacks of the marine wo the teredo navalis, 

e teredo is so destructive to timber on the South Atlantic 
and Gulf coasts, that piling is frequently rendered entirely 
worthless in the space of eighteen months, 


Verdict for Damages to an Employe. 
The Peoria 


full time, with orders ahead. 
The Catasauqua (Pa.) Rolling Mills have given notice that a 
reduction in wages, varying from 10 to 20 per cent., will shortly 


The Lackawanna Iron & Coal Company at Scranton, Pa., 
started up one of its rolling mills A’ 4, and blew in a new 
Sarnaes Lagust 2. The new steel mill will be ready to start 
about September 1. 

The Bethlehem Iron Company’s furnace at Long Swamp, 


Transcript of recent date says: “The in the 
Spagow request manufacturers of tool steele to County, Pa., started w ‘ case of James Johnson vs. the Chicago Island & Pacite 
“id in this work, by furnishing samples of their steel, to be| The Lehigh Car Mam at Stemton, Pa., | Railroad Company, for damages in the loss of one arm while 
subjected to mechanical, physical and chemical tests. employs about 100 men and is an order for | yncow cars at La Salle, four years ago, brought in a ver- 
onutom 1 cal car for she Cenkeal alread of Hew 2627 soning ine Wearamiey a Tavor of the plan ssesing hs dam- 

1b fee ‘ e stone e a ’ a . © Case Was On four ‘ai 

1 - i eee a6 ae et | * ee full - Hg, Besides steel car axles the works turn out carriage om 

: 4 : “ « « J inch round. and wagon axles of all 


kinds. 
‘ % “ hexagonal. A correspondent of the Jron Age writes from Lebanon, Penn. 
Bars should be stamped at one end with a distinguishing | as follows: “Business at te seem im Weimer & 
humber, and the trade mark and initials of the maker. Birkenbine have now two e vertical rm omy to 
i is particularly requested that a full description of each | build, each with 7 feet blowing I hae and 7 feet s 3 two 
» Specified by number, be furnished, stating the kind of raw ° horizontal blowing engines to d, and consid: epair 


The Pottsville (Pa.) Miners’ Journal of A the ot “One 
of the heaviest + trains that ever onl $ over Phila- 
delphia & Reading Railroad went down the road one t last 
wok, drawn by engine No, 28, The train was com of 170 
cars, and is known as the Tamaqua freight.” 
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Editorial Announcements. 


Addresses.— Business lelters should be addressed and drafts 
made pa © ee GazetTE. Uommunications 
for the of the Hditors showld be addressed Eviroz 
BAtLeoaD GAZETTE, 

Contributions.—Subscribers and cepa will may they = 
sist us in making our news accurate and complete w 
gend us early information of events which take othe under 
Ce BAe oak as ace tecnvent officers, organi- 
sations and changes of companies, the ee ne and 
congietion afeommame Ay nen my pe a0 improve- 
ments ones, experiments in the ion of roads 
and wn their mai particulars as to 


the business of railroads and suggestions a8 fo tte senprove- 

ment. Discussions of subjects ing to ALL DEPARTMENTS 

of railroad business by men practical eteste J with them 
desired e us 


are . by forwarding 
early copies of notices 8, elections, appointments. 


and e y annual reports, some notice of all of which will 
be ished. 


Advertisements.— We wish it distinclly understood that we 
will entertain no proposiion to publish anything in this your- 
nal for pay, EXCEPT IN THE ADVERTISING COLUMNS. We give 
in our eiilorial columns ouR OwN opintons, and those only, 
and in our news columns present only such matter as we con- 
sider interesting and important to our readers. Those who 
wish to recommend their inventions, machi , supplies, 
financial schemes, etc., (0 our readers oan do 80 Riny nm our 
advertising columns, but it is useless to ask ws to recommend 
them editorially, either for money or in consideration of adver- 
tising patronage. 


SOME LONDON BOND NEGOTIATIONS. 


Bischoffsheim & Goldschmidt, the bankers of James 
McHenry and the other London gentlemen who ‘‘rescued” 
the Erie Railway from Jay Gould by buying out his 
fellow-directors, and then also bankers of the Erie Com- 
pany itself and of the Atlantic & Great Western and the 
New York, Boston & Montreal, for which they nego- 
tiated sundry largo loans on which interest is not paid, 
have recently been widely advertised by the report of 
a select committee of the House of Commons ap- 
pointed to ‘inquire into the circumstances attending the 
making of contracts for loans for certain foreign States, 
and also the causes which have led to the non-payment 
of the principal moneys and interest due in respect to 
such loans.” The principal case detailed is that of the 
Honduras loan, issued through this same firm of Bisch- 
offsheim & Goldschmidt, who exhibited an ingenuity in 
making a market for worthless bonds which has doubtless 
been imitated in the case of sundry American railroad 
bonds. Honduras had no credit,and had had none for years. 
It had an old debt of only $600,000 on which it could not 
—at least did not—pay interest for forty years ; there was 
a yearly deficit in its revenue and its customs duties were 
pledged. But this firm and a certain ‘‘agent” of the 
Honduras Government succeeded in placing one loan of 
$5,000,000, then a second, and finally a third, the principal 
and unpaid interest at this time amounting to $35,000,000. 

Besides the well-known trick of causing fictitious pur- 
chases at good prices to be made for the purpose of 
making a market for the bonds, another operation was 
performed which would have been creditable to a knave of 
the first ‘water. One of the loans was secured partly by 
the produce of the mahogany and dye woods of Honduras, 
which are generally cut from the Government forests. 
The prospectus announced that all the produce of these 
woods would be consigned by the Government to Bischoff- 
sheim & Goldschmidt, who would pay over the proceeds 
towards the interest and sinking fund of the bonds, and 
for the construction of the railroad by which they were to 
be further secured. 

Now, the effect of such an announcement was hardly 
likely to be great. It was not generally known that the 
Government had any considerable quantities of mahogany 
to consign to any one; but nine days before the prospec- 
tus was published there was a paragraph in the 
money article of the Times announcing the ar- 
rival of two cargoes of mahogany «nd _ fustic 
from Honduras, ‘‘ consigned to Messrs. Bischoffsheim & 
Goldschmidt on account of the Honduras Railway loan,” 
and also giving the news that two other vessels were 
loading in Honduras with similar cargoes for the same 











349 | usually advertises it but once, and then at considerable 


were really consigned to Bischoffsheim & Goldschmidt, 
were sold by them, and the proceeds duly paid over to the 
trustees of the loan. But the investigations of the com- 
mittee show that these cargoes were purchased by part of 
the proceeds of the loan itself from private traders in 
Honduras, so that the proceeding was nothing more nor 
less than taking part of a loan to pay interest on it and to 
put into the sinking fund for retiring it. But the effect 
on the intending investor of the arrival of four cargoes 
within a few weeks of a valuable material pledged to 
secure the loan offered him was doubtless considerable. 

Loans are not placed in London as they are here. When 
a house has a railroad or national issue of bonds to sell, it 


length and very widely. Bids are asked at a certain price 
for one or more bonds, and the announcement is made 
that tenders will be received only until a certain day— 
usually not more than a week distant. Now the ingenuity 
of the negotiators is exhibited in efforts to create the im- 
pression that there isa great demand for the securities; 
that, indeed, many more have been or are sure to be sub- 
scribed for than there are to sell, so that each subscriber 
will have to be aliotted less than the number for which he 
subscribes. Such things have occurred not infrequently. 
Our readers may remember that for one of the French 
loans issued under the late Emperor the subscriptions 
would have absorbed the whole loan several times. And 
when this impression has been created, the securities are 
pretty sure to sell for more than the subscription price 
just as soon as they are allotted; and men often pay asmall 
premium for the right to accept allotments. Advantage 
is sometimes taken of this by the brokers who place loans, 
to their great profit. 
Suppose, for instance, we have a loan of $5,000,000 to 
place for the Sand Prairie Railroad—a line not yet built, but 
which has grcat expectations, which unfortunately are not 
very well appreciated or even known at all to English in- 
vestors. To induce our London bankers to place it, we 
agree that they shall have a liberal commission on all 
sales, and the option to take, say half the loan, at 65, 
while the issue price shall be 90, The prospectus is pub- 
lished and bids invited. The firm placing the loan sees 
to it that applications are made where they will be heard 
of; certain brokers will be heard offering premiums for 
allotments; sundry financial journals will be found to say 
that ‘Sand Prairie allotments are taken at 4 te 1 per 
cent. premium ;” the impression is created that the bonds 
will be worth more than is asked for them by the 
negotiators as soon as they are allotted; and a large 
part of the investing public, which forms its opin- 
ions of value from what appears to be the ruling 
opinion, subscribes for the tonds. Perhaps not all 
are subscribed for ; but so many that the negotiating firm 
sees its way clear to a profit on the $2,500,000 at 65, for 
which it has an option. Say $3,500,000 is subscribed for. 
Then the bankers take their $2,500,000 at 65, turn over 
$1,000,000 to the subscribers at 90, and continue the little 
games by which they expect to sustain the market, and 
finally sell the other $1,500,000 at a profit. We will see in 
money articles and financial journals the announcement 
that ‘‘subscriptions for the $5,000,000 Sand Prairie first- 
mortgage sterling 7s, issued at 90, amounted to $6,000,- 
000, and we hear that the bonds bring a premium on the 
issue price.” If the bankers succeed in making a market, 
they will probably get rid of the whole amount for which 
they subscribed at or near the issue price, when they will 
let the market take its own course, and Sand Prairie bonds 
will soon bring their real value, be the same more or less. 
Our readers doubtless have often been surprised, as we 
certainly have been, by seeing an announcement quoted 
on English authority that the bonds of some beggarly 
scheme which really hasn’t a leg to stand on have all been 
negotiated through some London banking house. The 
above will perhaps indicate how some of these loans are 
taken, and also explain the other very puzzling fact that 
some of the companies whose loans are thus ‘‘ negotiated” 
never show any signs of life afterwards. These ‘‘ negoti- 
ations” are something like the railroad contracts which we 
hear of yearly. When we ask what may be the prospect 
of getting a road built, we are told, ‘ There is no ques- 
tion about that: it is all under contract.” Contra ts, we 
have noticed, usually have conditions to be fulfilled by 
both parties to them ; andifa railroad company has con- 
tracted with Croesus for the construction of: its road, 
Croesus usually is not bound to do the work unless the 
railroad company, before any considerable amount of 
work is done, pays Croesus certain sums of money or of 
valuable and negotiable securities. So it is, apparently, 
with some contracts for the sale of bends. They may all 
be subscribed for, but perhaps on conditions which leave 
it by no means certain that the burrower will ever get any 
money. N 








The Railroad War. 


The railroad war .shows signs of ending; but not- 
withstanding the long-past treaty of peace between the 
chief contending powers, the present condition of things 
is unlike peace. There is probably very little active hos- 





of which in a railroad war are the carrying of freight and 
passengers at almost any price that will prevent a rival's 
getting them, or at unprofitable if regular rates—go on 
nearly as before. Last week rates on west-bound traffic 
were agreed upon, on the basis of 50, 40, 30 and 25 cents 
per hundred on the four classes to Chicago, and 20 cents 
for special ; with the same differences as have been the 
rule heretofore in the Philadelphia and Baltimore rates, as 
nearly as we can learn ; that is, on the higher classes the 
tate is ten cents less, and on the lower five cents less from 
Philadelphia and Baltimore than from New York. It is 
hardly proper to speak of an agreement like this as a ‘re. 
storation” of rates, and the chief significance of the agree- 
ment is that it indicates a disposition on the part of the 
trunk lines to make a united effort to stop doing business 
ataloss. That they attain their aim by the rates agreed 
upon, no one can say ; the special rate to Chicago is 0.44 
cent per ton per mile by the shortest, and 0,408 cent by 
the longest route, and we have yet to hear of a company’s 
carrying the simplest freight at so lowa eost. However, it 
is an improvement in the condition of affairs for some 
months past, during which almost any price has been ac- 
cepted. Unfortunately, it seems that contracts have been 
made to accept shipments for some time to come at rates 
considerably below those agreed upon for the future. 


On east-bo'ind business there seems to be no change and 
no regalar rates for most freight. Fair rates have been 
maintained for some time, however, on live stock—a very 
important branch of traffic from Chicago and St, Louis to 
the East. It is impossible to maintain high rates—not 
even fairly profitable rates—on the great bulk of east- 
bound traffic, because lake and canal raves are so ridic- 
ulously low that they would divert the rail shipments if 
tolerable prices were asked for carriage. Recently, though 
there has been a considerable revival in grain shipments, 
wheat has been taken from Chicago to Buffalo for 2} cents 
per bushel, and the highest rate we have seen reported 
this summer was 3} cents. Now with such a condition of 
things, so little traffic offering that the lake vessels com- 
pete with each other and drive down rates below what 
would bring a fair return to them even, there is nothing 
left for the railroads but to carry traffic at unduly low 
rates or to give up the great bulk of the business. 


There seems to be some revival of west-bound traffic, as 
Western wholesalers are now purchasing their stocks, and 
we feel certain that the railroads would be sure of nearly all 
this traffic even if rates were twice as high as they are; 
indeed, double the present west-bound rates would not 
be more than a fair rate, and not more than the 
roads maintain on east-bound traffic when there 
is a good business offering, and, so far as cost is 
concerned, it is doubtless greater on the average on west- 
bound than on east-bound. But the excess of empty cars 
going west makes the competition for freight in this di- 
rection very fierce, and heretofore the companies have not 
been able te agree upon a fairly remunerative rate on this 
traffic, which is hardly at all increased by reduced rates, 
as east-bound traffic can be. 


In passenger traffic there is no change, and rates be- 
tween New York and Chicago, and most other competitive 
points, remain as they were in the heat of the contest. To 
Baltimore and Philadelphia, where they were lowest, they 
have been raised as much as possible with the present 
New York rates. 

That the several companies have endured the trial so 
long with so few signs of exhaustion is remarkable, and 
indicates that they have succeeded in reducing their work- 
ing expenses even after the great reductions of last year. 
This we know to have been done on some lines, and the 
eagerness with which schemes for securing greater econ- 
omy are canvassed shows that the subject has a new inter- 
est for railroad officers. Meanwhile, on a great many lines 
there has been a marked increase of traffic, due in some 
cases to the new foreign demand for grain, and in others 
to the working of the anthracite coal mines so long closed 
by the strike of the miners. The companies are more 
hopeful, too; as there is at least almost a certainty of ® 
heavy wheat harvest in the Northwest, and of a good for- 
eign demand for it at remunerative prices. If the grain 
movement becomes really large, there will probably be 
little difficulty in increasing rates and maintaining them. 
Meanwhile, Northwestern railroads have generally main- 
tained their rates, not being much affected by the contest 
of the trunk lines, or if so, affected favorably; for we 
muat not forget that it is for the interest of the Western 
railroads that freight and passengers should be carried 
between the East and Chicago and St. Louis for nothing. 
They can afford to rejoice in such a war, except when it 
extends to some considerable part of their traffic. This 
is especially true of passenger traffic. All the world snd 
his wife are ready to make their long-talked-of trip to the 
East when the rate from Chicago to New York goes down 
from twenty-two to fifteen dollars; and the roads west of 
Chicago, maintaining their rates, get the benefit of the 
great impulse given to travel by the lines to the East, 
which are carrying for less than cost. The Western com: 
panies will hardly be anxious for the contest to cease and 
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A Summer Excursion. 

It would be neither a very profound nor an entirely new ob- 
servation, to remark that Boston is the Hub—at least of the 
New England system of railroads, if not of all modern civiliza- 
tion and progress besides. Nearly all the leading New England 
lines not only centre there, but have their financial support 
deeply rooted in the capacious pockets of the solid men of 
Boston. ‘The general oflices of these roads and the head- 
quarters of their managers are in the hub whence the lines 
radiate. There is therefore much to study and observe in 
Boston in the management of the different lines and in the 
progress which has been made of late years. 

Our first visit was to the shops of the Eastern road, which 
are at East Boston, and over which Mr. John Thompson pre- 
sides. The road is equipped with 95 engines, most of which 
are fully employed at this season, which is the period of flood- 
tide of the summer pleasure travel that forms a large propor- 
tion of the business of this road. We found very little that is 
new to report. The orders from the general office were the 
same as on most other roads, that is: Economize. All unnec- 
essary expenses are therefore cut off, and especial attention 
is given to reducing the cost of conducting the 
business, especially the fuel account. We have observed 
a similar solicitude in this direction among nearly all 
the master mechanics and railroad men we have visited. 
This fact suggests—what we have thought of many times be- 
fore—the great advantage which would result from competitive 
trials of locomotives. Nearly every daily paper for the past 
month or more has had a part of a column or more devoted to 
the report of either horse or boat races, or both. All the par- 
ticulars are given in the greatest detail, and special corres- 
pondents write in glowing rhetoric every fact of interost that 
occurs. Now a competitive test of locomotives would exercise 
a very much higher and wider range of faculties than either a 
horse or a boat race. A knowledge of 
of chemistry, the laws of combustion, of thermo- 
dynamics, and, more than all, of mechanical manip- 
ulation, and the practical relations of mechanical instrumen- 
talities to the laws of science. Besides these, the practical 
skill of the locomotive runner and fireman would be called into 
play, and the results to be attained would be, not, as in horse 
or boat racing, the precise amount of endurance within a frac- 
tion of a second of a horse or a boat’s crew, but it would be the 
available amount of useful mechanical effect which can be 
evolved out of a given quantity of fuel, which informa- 
tion has now become one of the most important ele- 
ments in material progress. If a person who makes 
two blades of grass grow where one grew before is a 
public benefactor, then he who does the work with one 
pound of coal which required two before, and shows us all how 
to do this ever after, reduces the cost of transportation, and 
thus lessens to all the world the cost of the comforts and the 
luxuries of life. What railroad superintendent will help to do 
this by organizing a series of tests of locomotives ? 

The car shops of the Eastern road are at Salem. Very little 
is done there at the present time, excepting to keep up the re- 
pairs. Mr. J. P. Somerby, the Master Car-Builder, employs 
about 95 men. We noticed that he too is using a draw-head 
with a guard to protect the hands of the persons in drawing 
the coupling pins. His draftsman has kindly promised 
to send us a drawing of this arrangement, which we 
intend to illustrate at an early date. We noticed what may ap- 
pear like a very trifling thing in Mr. Somerby’s office, but as tri- 
fles make up much of the comfort of life, the fact that a piece of 
wide rubber belt used as a cover for a desk—which is the trifle 
we saw—forms the best kind of what might be termed “ perma- 
nent way” to write on, may be of interest to our clerical friends. 
It has just about the requisite amount of elasticity to yield 
enough to the pen, and the paper adheres to its surface enough 
80 that there is none of the unstability which is sometimes the 
case if the paper rests on a smooth, polished surface. 

It will be remembered that the Eastern road suffered very 
severely, both in reputation and pecuniarily, by the Revere 
accident, which occurred a few years ago. After it happened, 
on the old principle of securing the stable door after the horse 
is gone, the board of directors determined to adopt on their 
line every safe-guard that our present knowledge of railroad- 
ing could provide. The Miller platform and the Westinghouse 
brake were put on all passenger trains; and Hall’s system of 
signals has been the subject of experiment for the past two 
years. These signals, asis known to most of our readers, are 
operated by electricity. A complete, or rather an intelligible 
description of them would be impossible without elaborate 
engravings, which we expect to give at a future time. A gen- 
eral idea of it may, however, be interesting without a detailed 
description. The system is based on the “block-system” prin- 
tiple of keeping intervals of space between the trains. That 
is, each train shall keep a signal set behind it until it reaches 
& given distance, say half a mile, beyond the first signal. To 
do this, signal boxes are placed on posts at suitable places, 
Made of the form, to quote the language of the road- 
Men, of a “banjo.” They consist of a circular box 4 
ft. 4 in. in diameter, about 2 ft. thick, with a cir- 
cular opening in the center 18 in. in diameter. This 
Opening is glazed and has a disc of the same size and form 
Which is delicately poised on a lever inside of the box and be- 
hind the glass. This lever is operated by electricity, but the 
Mechanical contrivances employed we could not explain so as 
to be understood without an engraving. The disc is formed of 
* Wire frame covered with red flannel, and when swung in front 
of the opening exhibits of course a red signal, and when swung 
down out of the way of the opening a white or no signal. A 

pis placed behind the signal, so that at night the red flan- 

nel is illuminated. Near to the signal post a horizontal lever 
is placed on the outside of the track, and at right 

, “eles to the rail. This lever is placed go that the end 
of it will work just clear of the rail. The fulcrum is in 
the center of the lever, and consists of a heavy casting bolted 


mechanics, 


to an ordinary cross-tie. The end next to the rail stands up 
above the rail wbout three-eighths of an inch, so that every 
wheel passing over it depresses that end of the lever, and, as 
the fulcrum is in the center, raises the opposite end, and with a 
suitable and very ingenious contrivance, completes an elec- 
trical circuit between the battery and a magnet in the signal- 
box, thus attracting an armature and raising the signal. It 
then remains set until the engine reaches a given distance be- 
yond, when a similar lever is employed to break the circuit, thus 
releasing the armature and allowing the signal to fall. It will 
thus be seen that the red signal always remains set while 
the train is on the section beyond it. But it will doubtless be 
said: ‘This is all very well, so long as the arrangements for 
operating the signals works perfectly, but in case they should 
fail, as all mechanical contrivances are liable to, what will oc- 
cur?” To provide against this Mr. Hall has arranged what 
may be called a supplementary signal 1,000 feet beyond each 
of these we have described. These are exactly hke the others, 
excepting that they are of a different color—blue on the road 
referred to. These are so arranged as to fall by gravity into 
position in front of the opening, instead of being raised up as 
is the case with the red signals. ‘They are therefore always set 
unless raised up out of sight, which is also done 
by a magnet in the same way as the red signal is raised 
into sight, excepting that the circuit, instead of being made by 
a lever on the track, is made by the lever on which the red sig- 
nal is hung. That is, when the red signal is set by the passing 
train acting on the track lever, which in turn makes a circuit 
which raises the lever on which the signal is suspended, the 
latter lever by suitable contrivances in the signal box completes 
a circuit between the battery and a magnet in the blue signal 
box, which raises this latter signal out of sight. Therefore, if 
on passing a red signal the system should fail to act, the blue 
signal beyond would remain set, which would show the locomo- 
tive runner that the system was not working. The blue signal 
is intended to indicate caution. A locomotive runner has there 
fore after passing a red signal the means of knowing whether 
he has left it set behind him. On approaching any signal box, 
therefore, his first business is to see that the signal is not set. 
If a red signal shows, he must stop; if a blue signal, run with 
caution and report the fact at the next station. Whenever any 
of the signals are set it shows that there is something wrong. 

This system has now been working on the Eastern road for 
nearly two years, and has been much improved since it was 
first introduced. The old forms of targets for switches and 
signals for draw-bridges and crossings are, however, still used, 
so that the signals on this line appear to be too complicated. 
The Hall system has, however, been applied to switches 
in a few cases, and there seems to be no reason why it may not 
be employed for that purpose with equal success as for any 
other purpose. In addition to signaling to the locomotive run- 
ner, the system is so arranged as to ring a bell at each station 
and crossing announcing the approach of trains. It is of 
course important that this should be done at crossings, but we 
are inclined to think that the fact of ringing a bell at stations, 
while very convenient to passengers and station agents, does 
not add much to the safety of running trains. 


It also seemed to our comparatively unpractised eye 
that the signals were not apparent enough. A blue one, 
for example, which we noticed on one occasion, was 
exactly the color of the hills beyond, and as it is possi- 
ble to see quite through the opening in which the signal 
shows, it was very difficult to tell whether it was set or not. 
Besides, they appeal to the discernment of color alone, and 
therefore are, we think, not so well adapted to arrest attention 
as a semaphore would be, the form or position of which indi- 
cates whether it is set or not. The perception of color, as is 
well known, is in many persons very weak, and is often very 
materially affected by our bodily condition. One case is men- 
tioned of a man who frequently became color-blind after recov- 
ering from intoxication ; and extreme weariness, such as loco- 
motive runners are often compelled to endure, sometimes has 
a similar effect. 

The fact, however, that the Boston & Lowell Railroad Com- 
pany has adopted the Hall system, that the Boston & Albany is 
putting it down, and that the Old Colony has ordered it indi- 
cates that the experience of the Eastern road has been regard- 
ed by the managers of the other roads as sufficiently favorable 
to justify its adoption on their own lines. It is, we believe, 
still too early, and the experience in its use is too limited, to 
justify a final judgment of its value or usefulness, which 
can be determined satisfactorily only by practical experience 
and practical men. 


One of the chief points of interest to railroad men in Boston 
is the Hinkley Locomotive Works, which now ranks among the 
oldest and largest of the locomotive manufactories. As in 
nearly all similar establishments, so in this, dullness reigns. 
It will be remembered that the proprietors of these works 
built and equipped a new shop just before the advent of the 
panic. This splendid establishment is now almost idle, but 
only awaits the magic of ‘‘good times” to become filled with 
the busy hum of industry. The new shop, if fully equipped, 
would have much greater capacity than the old works, and we 
believe we are quite within bounds when we say that the new 
machine shop is very much the best building of its kind in the 
country. The managers of these works are, however, receiving 
a few orders, and are running the shop regularly, but of course 
with a small number of hands. Several things which were new 
to us were brought to our notice by the Superintendent and 
draftsman, F. D. Child, (Mr. Leach is now General Manager), 
among them a very neatly designed hydraulic lift for raising 
engines in the shop. As we are promised drawings of this, we 
will devote no more space to its description until we publish 
the engravings of it. Another very excellent arrangement was 
a stand for the steam-gauge, heaters, oil and other cocks used 
inside of the cab of a locomotive. This, too, we expect to 
illustrate, so will not attempt a description. At the time of 








our visit Mr, Child was devoting himself to a design for a 





narrow-gauge engine, which we hope soon to see assume @ more 
material form. 

Our readers have been apprized from time to time in these 
columns of the construction of a narrow-gauge road from Bos- 
ton to Lynn. This road is intended to accommodate suburban 
travel, and to aid the sale of land owned by the proprietors of 
the road. It extends close to the sea or rather bay shore, and 
will probably bear somewhat the same relation to Boston that 
the Coney Island roads now do to Brooklyn and New York. 
The southern terminus of the road is in Kast Boston, where it 
connects with a line of ferry boats to Boston. The fact of its 
being the first 3-feet gauge road near Boston of course 
attracts attention to it, and being opened for travel to 
the sea-shore during a week of the most oppressively 
hot weather experienced during this summer, quite naturally 
many people were inclined to take a journey over it. The cars 
are built of the ordinary pattern, the bodies being, we would 
think without measuring them, eight feet wide outside. They 
have seats for two persons on each side, and are in every re- 
spect like ordinary cars, excepting that they are a litttle more 
contracted than cars usually are for the ordinary gauge. The 
engines, of which there are four, were built by the Mason 
Machine Works of Taunton, and are of the double-truck plan 


with single boilers, of which Mr. Mason is so 
earnest an advocate. The rails were rolled by 
the St. Albans Iron and Steel Works, of St. 


Albans, Vermont, and are of very similar pattern to the 
Sandberg section. The road is very poorly built, and proba- 
bly at a very low cost if the work was honestly done. It is of 
course not surprising that a new road should not be very well 
aligned. That such is the fact was indicated by the almost 
constant ringing of the bell on the engine due to the rolling 
motion of the latter. It has always been claimed that one 
great saving in cost in the construction of narrow-gauge roads 
is that the cuts and embankments can be narrower. In order 
to realize the full advantage from this source the contractors 
in cutting through some hard gravel banks left the 
side slopes nearly vertical. That we do not exaggerate was 
proved by the testimony of a friend, who rode over the road in 
one of the cars and reported that the rolling of the cars caused 
the one he was in to scrape against the side of the slope of the 
cut. Near the Boston terminus is a short tunnel, which is 
made so low that the chimney of the engine is hardly mcre 
than a foot below the crown of the arch of the tunnel. The 
latter is also so narrow as hardly to be safe. On the shore 
along the line of the road is an abundant supply of 
water-worn stones, just about the right size for bal- 
last, and in sufficient quantity to put the whole 
line in good order. This is now being done, and 
doubtless the track will soon be in good condition, The grades 
are, however, very heavy and the curves very short. We un- 
fortunately have no figures to aid us in describing these. The 
road will undoubtedly be capable of doing a very large busi- 
ness, and, doubtless, if it gets it to do, will bea profitable one; but 
the question quite naturally arises, what advantage is gaincd 
“by pushing the rails near together?” We assert unhesita- 
tingly that with the exception of the cross-ties, which would 
probably require to be a foot longer (they are too short now 
for the gauge and rolling stock for which they are in- 
tended), the road would not have cost one dollar more 
it it had been made of a gauge of 4 ft. 8% in, 
instead of 3 feet. There would, however, be one drawback if 
such roads were made of the ordinary instead of the modern 
improved patent 3-feet gauge; it would not be quite so easy to 
delude the public about them. By persistent miarepresentation, 
a large proportion of people have had it inculcated into them 
that by putting the rails near together the cos* of a railroad is 
reduced from a third toa half, from which they infer that such 
roads must therefore be more profitable, and consequently they 
can be induced by railroad projectors to invest money in new 
narrow-gauge projects; whereas if there were no such appeal 
to engineering quackery a little more caution and inquiry 
might be employed before inexperienced capitalists expended 
either credulity or money in such schemes. 

This paper has assumed such proportions that we will be 
obliged to defer our report of what else we saw in Boston until 
next week. 





—— 





Foreclosure Sale of the Rockford, Rock Island and St. 
Louis Raliroad. 





Last Monday the Rockford, Rock Island and St. Louis Rail- 
road was sold at Chicago under foreclosure of the mortgage, 
by order of the United States Circuit Court, and was bought 
by Mr. H. Osterberg, of Frankfort, Germany, publisher of the 
German American Eoonomist, of that city, who is the agent of 
the German bondholders, his bid being $1,320,000, of which 
$200,000 must be paid in cash, while the rest is payable in the 
company’s mortgage bonds, 

This railroad was one of the first of the vast number of lines 
built since the war which have proved unprofitable, and 
brought ruin upon those who invested their money in them. 
It is, too, one of the worst of the failures. About the same 
time, the New York & Oswego Midland in the East pursued 
very much the same course as this Illinois road. Both 
were widely advertised as promising great profits to stock 
as well as bondholders; both received a great amount 
of aid from the districts through which they run; both 
negotiated their bonds at good prices (though the later issues 
of the Midland came too late to be worked off); both were lines 
which under the circumstances and in their situation could not 
possibly succeed, and both have failed utterly. The Midland 
was the best known among American investors and most was 
expected of it, and the consequence of 1ts good creditapparent« 
ly was that ite plan was enlarged so as to require all the 
money that could possibly be subscribed to it. The Rockford 
road was carried through, after a fashion, in pretty good time, 
the company having got and spent all the money it asked for 
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ite bonds, and all it could reasonably ask from the communi- 
ties on its line. 

The construction of the Rockford, Rock Island & St. Louis 
road was begun in the summer of 1868, when the im- 
mediate was only to build a line from 
the Northwestern at Sterling southwestward down Rock 
River to Rock Island, connecting with some intervening 
coal mines. There was then no railroad between the Dubuque 
line of the Illinois Central, some 40 miles east of Sterling, and 
the Mississippi, 15 miles west of that town, nor between the 
Northwestern’s Air Line (on which Stirling is situated) on the 
north, and the Chicago, Rock Island & Pacific, 30 miles south. 
The Western Union running close along the Mississippi might 
have been utilized as a connection between Rock Island and 
the Northwestern and for the distribution of coal from Rock 
Island coal fields on the Northwestern’s lines; but several 
miles on the Rock Island end of this line were owned by the 
Chicago, Rock Island & Pacific, while the Western Union was 
in the Milwaukee & St. Paul’s hands—both rivals of the North- 
western, and neither willing to give it any facilities for getting 
Rock Island business. Probably this part of the road might 
have been a valuable branch of the Northwestern under the 
circumstances, at least if no other new railroads had been con- 
structed in this territory. 

At this time, and until the road was nearly completed, Judge 
George Greene, of Cedar Rapids, Iowa, was President of the 
company, and was, we believe, its active business manager ; 
but there was associated with him part of the time, as Vice- 
President, Mr. J. R. Young, of Chicago, who was at one time 
Secretary of the Chicago & Northwestern Railway Company, 
when Mr. William B. Ogden was President, and had there ac- 
quired a reputation as a bold and shrewd financier. Mr. H. H. 
Boody, of New York, was Treasurer of the company. The con- 
tract for the construction of the line from Sterling to Rock 
Island was let to William Irvin & Co., but in the fall of 1869 
this contract was concluded, and the work was thereafter con- 
ducted either by the company directly or by its officers. 

The company was authorized to issue $9,000,000 stock. 
Of this, $1,043,000, which is about $4,000 per mile of 
road owned, was subscribed for by towns and countics 
along the line and paid for in their bonds, then readily nego- 
tiable, and probably yielding 80 or 90 per cent. of their face. 
The company was fortunate in being ready to proceed just 
after the Dlinois Legislature had passed a law which really 
gave a premium to municipalities subscribing aid to railroads, 
by devoting the State taxes on any increase in valuation of the 
property of such municipalities to the payment of interest on 
the bonds. This company was just in time to reap the great- 
est possible benefit from such votes of municipal aid. [very 
town was then eager for a new railroad, and it would seem that 
nearly every town within forty miles of the route finally 
adopted south of Rock Island bid for this one. At one time it 
was thought that the road would be built down the cast bank of 
the Mississippi as far as Burlington, perhaps; surveys were 
made pretty much everywhere between the Illinois and the 
Mississippi, and presumably the highest bidders got the road. 

Besides the $1,043,000 of stock subscribed by municipalities, 
about $5,450,000 is reported to have been issued to the contract- 
ors who built the road, and to others for services. We may 
assume, without much risk, that no appreciable sum of money, 
or of services worth money, was paid for this stock. The 
greater part of the cost of construction (and of the profits on 
the cost of construction) was obtained by the sale of the com- 
pany’s bonds, issued to the amount of $9,000,000, with the ap- 
pearance and probably the intention of forming a single lien on 
the whole property of the company, but, owing to circum- 
stances in the manner and time of issue, resulting really in two 
liens, the bonds numbered from 1 to 4,000 having the priority. 

These bonds were negotiated, we believe, almost 
entirely through the firm of Budge, Schiff & 
Co., of Frankfort and New York, and were sold 
chiefly in Germany, where they seem to have been bought 
largely by small investors on the recommendation of the issu- 
ing firm. We have been told that the bonds brought 80 or 85 
per cent. of their face, and that the bankers received 10 or 15 
per cent. for negotiating them. The late Treasurer, Mr. H. H. 
Boody, gave evidence that very large amounts were paid to 
the publishers of a German financial journal and a “ religious” 
journal in New York, and, we believe, to the editor of a Frank- 
fort financial journal, for their aid in negotiating the bonds. 
They sold pretty rapidly, and, as we have said, at pretty good 
prices, coming on the market in advance of the great flood of 
new railroad securities of the last five years. 

The last rail was laid in the track of the main line Novem- 
ber 12, 1870, and the same day a train ran through from Sterling 
to East St. Louis. In the course of a few weeks regular 
trains began to run, and for a time the company appeared as a: 
competitor for the traffic between Chicago and St. Louis, con- 
necting at Sterling with the Northwestern to and from Chicago. 
This route is something like one a half longer than the Chi- 
cago & Alton route, and we never heard that the latter suffered 

from the competition. There was talk at one time of running 
through sleeping-cars between Chicago and St. Louis by this 
route, and through cars were actually run for some time be- 
tween Chicago and Rock Island by way of the Northwestern 
and the Rockford, Rock Island & St. Louis, which, by the way, 
is the shortest route—162 miles against 182 by the Chicago, 
Rock Island & Pacific road. This competition with the latter 
company ceased after Mr. Tracy, its President, became Presi- 
dent of the Northwestern also, which was not long after it was 
begun. 

The road never had a considerable traffic, and its gross and 

net earnings for the first four years of its life, ending with 
June, have been as follows : 


. Gross. Net. 
WIDAR . cccccccvrcceecccccsccccdsecesss $919,235 $196,483 
WVAH~TB. os ccccted cccccces Cocccccecess 1,067,749 243,534 
1872-74.....65 PITTTITITIT TTT TTT tte 947,650 292,829 
WBTB Tha 2 ovcccececcccescses weesseccecios 892,852 310,431 


yearly interest charge of $630,000 gold—say $710,000 currency. 
In 1872 an agreement was made with the bondholders by which 
the latter agreed to accept 84% per cent., instead of 7 per cent., 
on their bonds, and under this agreement two or three coupons 
were paid, when there was a further default, which has resulted 
in this foreclosure sale, by which the German bondholders get 
the road in lieu of their claims against it. The latest Frank- 
fort quotation for the bonds was 7 per cent. of their face value, 
about equal to 8 currency, at which rate the whole issue would 
be worth $720,000, so that the $200,000 cash payment required 
was really a large percentage on the market value of the 
bonds. 

The first directory of the Rockford, Rock Island & St. Louis 
Company of which we have a list is that chosen in October, 
1869. It consisted of H. H. Boody, Levi Lehman, Henry 
Budge, D. A. Boody and O. D. Ashley, of New York; J. R. 
Young, of Chicago; George Greene, of Cedar Rapids, Iowa ; 
Calvin Truesdale, of Rock Island; and B. C. Coblentz, of Ster- 
ling, Il. During this year Judge Greene is reported to have 
sold out his interest in the company, and was succeeded as 
manager by the Vice-President, Mr. Young, who was chosen 
President at the next election, October, 1870, and managed the 
company’s affairs until after the road was completed. But in 
May, 1871, Mr. Young, the Boodys, Ashley and Turnbull re- 
signed, and it was announced that the control of the road had 
passed into the hands of the Cables, of Rock Island, proprietors 
of a short coal road from Rock Island southeastward, used by 
this company and the Peoria & Rock Island, and of great coal 
mines on this road. Mr. R. R. Cable has been President and 
has managed the road ever since until the appointment of a re- 
ceiver last spring, preparatory to the foreclosure of the mort- 
gage. 

The road runs at right angles with the current of traffic of 
nearly all the country on its line. Isolated sections of it might 
possibly be good feeders to roads which cross it. It has been 
injured somewhat, but on the whole not toa great extent, by 
new Jines built near it since it was begun; but the great bulk 
of the enormous new railroad construction of Illinois has been 
east, not- west, of the Illinois River. Its new owners will per- 
haps be able to make it pay better than it has hitherto, as they 
will get the benefit of its net earnings, which was not 
the case with the old company. ‘They find the 
road in poor condition and needing considerable expenditures 
on account of construction. The country on its line is one of 
the best in the world, and there need be but little traffic at 
tolerable rates to bring the new company more money than 
they ever got as bondholders. They would need to earn net 
about $2,100 a mile in order to get an equivalent for the in- 
terest promised them ; but they will probably be satisfied with 
a third of that, for some time at least, after the experience 
they have had. 


Tne Onto River is perhaps the greatest coal-carrier in the 
world, notwithstanding the fact that it is frozen up a good part 
of one half of the year, and dried up a good part of the other 
half ; but when there is water in it, there is scarcely any limit to 
the quantity it can carry, and carry at less cost than by any 
other known method of transportation, we imagine, for the cur- 
rent does most of the work of carrying it down, and only the 
empty barges have to be towed back. The last “run” of coal 
from Pittsburgh was made in July last, and amounted to 
11,080,000 bushels, or 375,928 long tons—ali of which was shipped 
within about 48 hours. This amount would have loaded 37,600 
eight-wheeled coal cars, and made say a thousand heavy freight 
trains, which could hardly have been dispatched in 48 hours on 
any railroad. The coal is collected in barges at Pittsburgh and 
held until there comes a good stage of water, when it is all run 
out at once, and in April of 1872 there was one such “run” 
which took out 582,300 tons. 





NEW PUBLICATIONS, 


Official Time Tables is the title of a condensed edition of the 
Travelers’ Official Rauway Guide, which is now published each 
month by the National Railway Publication Company. It is 
not intended by any means to supersede the Official Guide, but 
is designed for the use of those travelers who desire a small, 
cheap guide and do not care for the information as to officers, 
etc., which is contained in the larger book. It is of convenient 
size to carry in the pocket or satchel and contains all the time- 
tables, the lists of officers, however, being omitted and only the 
names of the towns of 500 inhabitants or over and of junction 
and crossing points being given. Among the improvements 
introduced is the designation of telegraph stations by a pe- 
culiar mark, which must frequently be a great convenience to 
travelers. A different type is used for afternoon and morning 
trains, so that it is impossible to mistake one for the other, 
even at a hasty glance, and a page is given showing the through 
trains leaving the principal Eastern cities for the West, and 
vice versa, Which combines in one table all trains leaving by 
each route, enabling any one to tell quickly which line will 
best suit his convenience. With the guide is given a general 
railroad map of the United States and an alphabetical list of 
towns of 4,000 inhabitants or over, with their location, rail- 
roads, leading business interests, hotels and public halls. 


Guide, is very neatly gotten up, and is sold for 25 cents. It is 
doubtless destined to have a large circulation. 





Walking on the Track. 


Company against Goldsmith 
reaffirms an old principle and 





Such net earnings, of course, do little towards meeting a 


Qeneral Mailroad Wews. 


ELECTIONS AND APPOINTMENTS. 








New York & New England.—Mr. H. M. Britton, late of the 
Whitewater Valley, has been appointed Superintendent of the 
Eastern Division, in place of H. A. G. Pomeroy, ey Mr. 
Britton is widely known as President of the Master Mechanics’ 
Association. 

Michigan Central._Mr. H. B. Ledyard, Assistant General 
Superintendent, has been appointed Chief Engineer, in place 
of H. A. Gardner, deceased. Mr. Ledyard is a graduate of 
West Point, and was Division Superintendent on the Chicago, 
Burlington & Quincy before he went to the Michigan Central. 
Texas, Mississippi River & Northwestern.—Mr. J. Alexander 
Woodson has been appointed General Freight Agent. 

Lamoille Valley.—At the annual meeting in Hyde Park, Vt., 
August 10, the following directors were elected : Franklin Fair- 
banks, J. D. Bell, J. H. George, Oliff Abell, Geo. W. Hendee, 
Waldo Brigham, Orange Buck, Rk. 8. Read, D. D. Wead, O. 8, 
Rixford, and A. B. Jewett. Waldo Brigham was re-elected 
President, A. B. Jewett, Vice-President ; D. D. Wead, Trea- 
surer; and J. H. George, Clerk. The road forms part of the 
Portland & Ogdensburg line. 


Portsmouth & Dover.—An the annual meeting in Ports- 
mouth, N. H., August 11, the following directors were elected : 
Frank Jones, Daniel Marcy, Moses H. Goodrich, Albert R. 
Hatch, Portsmouth, N. H.; Andrew H. Young, Oliver Wyatt 
Chas. H. Sawyer, Dover, N. H. Frank Jones was re-electe 

President ; George L. Treadwell, Treasurer; and Wm. H. 
Hackett, Clerk. The road is leased by the Eastern. 

Chicago & Batavia.—The officers of this newly-organized 
company are: President, C. Beckwith ; Secretary, C. i. Fos- 
ter; directors, James Couch, John McCaftery, M. D. Ogden. 
Messrs. Beckwith and Foster are connected with the Chicago & 
Alton. The office is in Chicago. 

Portland & Rochester.—Mr. J. M. Lunt, formerly of the 
Maine Central and then of the European & North American, 
has been appointed Superintendent, in place of W. H. Turner, 
who has gone to the Boston & New York Air Line. 

Connecticut & Passumpsic Rivers.—The announcement of the 
appointment of Mr. J. M. Lunt as Superintendent of this road 
was made through a mistake and is not correct. No successor 
to Colonel Merrill has yet been appointed. 

Erie Bondholders’ Committee.—The full list of the members 
of the committee appointed at the bondholders’ meeting in 
London, July 16, is as follows: Sir Edward W. Watkin, M. P.; 
Sir Cecil Beadon, K. C. 8. 1., Mr. J. K. Cross, M. P., Mr. B. 
Whitworth, M. P., Mr. Westlake, Q. C., Mr. Henry Lawrence. 
of Manchester. Messrs. Ashurst, Morris & Co., No. 6 Ol 

Jewry, London, E, C., took the initiative in calling the méet- 
ing, and receive the subscription of 44 per cent. on the bonds 
which bondholders are requested to make for the payment of 
expenses. 

Louisiana Telegraph Company.—The officers of this new 
company are: President, Col. J. D. Hill; Secretary, C. L. 
Walker; Treasurer, Johnson Armstrong. ‘The oflice of the 
company is, for the present, at No. 58 Camp street, New Orleans 
Worcester County Central.—Mr, John 8. Smith, of Leicester, 
Mass., has been chosen a director, in place of Joseph Murdoch, 
resigned. 

Danville, Olney & Ohio River.—Mr. W. H. Brown, of Kansas, 
Tll., has been chosen Secretary, in place of W. H. Edson, re- 
signed. 

Paris & Danville.—Hon. James Eads has been appointed 
Receiver by the Illinois Circuit Court. 








PERSONAL. 


—Miller, alias Woodruff, the defaulting Secretary of the 
Contract and Finance Company, was finally arrested by the San 
Francisco police, Aug. 12. e was found concealed in the 
Central Pacific offices. The apparent intention of the railroad 
officials to allow him to escape, after securing his property to 
cover their own loss, caused much feeling in San Francisco. 
—Hon. Wm. Shephurd, an old and well known contractor, died 
at his residence in Jerseyville, Ill., August 12, aged 59 years. 
He began at an early age as contractor for a tunnel on the 
Lancaster & Harrisburg, now part of the Pennsylvania Rail- 
road, and in 1850 took several contracts on the Missouri Pacific. 
He was one of the first incorporators and President of the St. 
Louis, Jacksonville & Chicago. He built the Louisiana Branch 
of that road for the Chicago & Alton, and, with several asso- 
ciates, built a large part of the Houston & Great Northern 
road in Texas. He was State Senator from the district where 
he resided, for several years. 

—Mr. N. Weatherston has resigned his position as General 
Superintendent of the Toronto, Grey & Bruce Railway. Before 
leaving, the officers and employes of the road presented him 
with a valuable gold watch and chain and a purse containing 
$536, as a testimonial of their esteem. 

—Sir Edward Watkin, of the London committee of Erie 
bondholders, arrived in New York August 11, having sailed 
July 31 instead of August 7, as was reported. 

—By a collision between a stock train and a special on the 
Hannibal & St. Joseph road on the evening of August 11, Mr. 
C. M. Lee, General Superintendent of the road, had his collar 
bone and an arm broken, while Mr. R. 8. Stevens, just appoint- 
ed General Manager; Mr. Harris, Superintendent of the Chi- 
cago, Burlington & Quincy, and Mr. Perkins, of the Burlington 
& Missouri River road, were badly bruised. 

—Mr. Wm. D. Stevenson, for many years Paymaster of the 
Cincinnati, Hamilton & Dayton road, died at Hartwell, 0., 
August 10. 











RAILROAD LAW. 





Duty of Persons Orossing a Railroad. 
In the case of the Pennsylvania Railroad Company against 
Weber, on appeal, the Pennsylvania ey tre Court held: 1. It 
is the duty of a traveler to stop and look and listen before 
crossing a railroad; not so doing is negligence in itself. 
The presumption, in the absence of other evidence, is that the 
rll stops and looks and listens. 3. In an action against & 


The book is prepared with the same care as the Official | railroad company for injuring such traveler, the burden is on 


the defendant to disprove care, unless the plaintiff’s own ev 
dence shows contributory negligence. 4. The questions of 
fact as to negligence must be decided by the jury. a 

In the case of Robinson against the Western Pacific Com- 
pany, the California Supreme Court has decided that where & 
railroad track crosses a city street and a train is stopped 80 


In the case of the Jeffersonville, Madison & Indianapolis | that the last car stands just in the street, and a person crossiDg 
the Indiana Supreme Court} the track just behind ‘that car is injured by the train being 
holds that between stations and 
public crossings a railroad track belongs exclusively to the 
railroad company, and all persons who walk, drive or ride 
thereon are trespassers; and if such persons. so walk, drive or 
ride thereon at the sufferance or by the permission of the com- 
pany, they do so subject to all the risks of so hazardous an . 
undertaking, and if a by a train of the railroad company, Fraudulent Oonveyance of a Railroad. 
the company is not liable in damages, unless the injury was 


backed upon him, without a notification or warning, the em- 
ployes of the road are guilty of gross negligence an the com- 
pany is liable. The injured person is not guilty of contributory 
Phos, as he had a right to presume that he would be n 
tified of the moving of the train. 


In the case of the San Francisco & North Pacific Com) 





wantonly or wilfully inflicted, 


iy 
against Bee, the California Supreme Court decides that the 
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property of a railroad company is vested in its trustees, to be 
preserved by them as a fund to secure creditors of the corpora- 
tion. If the persons interested in one railroad company form a 
new one, which chooses for its officers the officers of the old 
corporation, and the persons owning the stock of the old cor- 
poration receive in exchange therefor stock in the new one, 
and the trustees then cause the property of the old corpora- 
tion to be conveyed to the new one, the conveyance is a fraud 
upon the creditors of the old corporation. 


Fraudulent Concealment by Shipper. 

In the case of the Chicago & Alton Company against Shea, 
the Illinois Supreme Court held, where a shipper delivered to 
the carrier for transportation a bundle having the appearance 
of bedding only, but which in fact contained inside the beddin 
valuable clothing, such asa silk dress, a broche shawl an 
furs, valued at $200, which fact was not disclosed, and thereb 
shipped the bundle at a low rate of freight, that this was suc 
an imposition and fraud practised upon the carrier as to release 
him from all liability for loos, except as to what might properly 
be termed bedding. 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 
The following companies have reported earnings for the 
periods given: 
Seven months ending§July 31: 


1875. 1874, Inc. or Dec. P. cc, 
6. 


Indianapolis & St. Louis. $864,574 $927,317 Dec. $62,743 
a, Siz months ering June 30: 
1875. 1874. 
Union Pacific............$5,525,774 $1,563,633 Inc..$962,141 21.1 
Expenses.........2- 2,313,499 2,422,103 Dec. 108,604 4.5 











Net earnings.........$3,212,275 $2,141,530 Inc$1,070,745 50.0 
Earnings per mile... 5,354 4,421 Ine.. 933 21.1 
Per ct. of expenses.. 41.87 53.07 Dec.. 11.20 21.1 
Month of June: 
Chicago, Dan. & Vin..... Se = ocnezecnes- Ganrtoieetinas 
Toledo, Peoria & Warsaw. 119,482 $84,358 Inc..$35,124 41.6 
Expenses.... ...000- WOD,1DS == .nccccccce ceccccccccccs 
Net earnings........ | rir. Mae 
Per cent. of expenses. 83.80 acccccccce soccvccccscccs 
Month of July: 
Cairo & St. Louis....... SIBARL  ccccccccce ecccccece cece 
Central Pacific.......... 1,477,000 $1,286,939 Inc..$190,061 14.8 
Chi., Danville & Vin..... GRD 3 cscsésecss seane cadedes cece 
Ohicago, Mil. & St. Paul. 842,197 749,215 Inc... 92,982 12.4 
Cin., Lafayette & Chicago. 34,135 35,126 Dec.. 991 2.8 
Illinois Central......... 702,784 627,454 Inc.. 75,330 12.0 
Indianapolis & St. Louis. 109,488 145,811 Dec.. 46,323 24.9 
Int. & Great Northern.... 71,632 70,495 Ine. 1,137 1.6 
Kansas Pacific........... 232,686 293,247 Dec.. 10,561 3.6 
Keokuk & Des Moines.... 60,439 41.248 Inc.. 19,191 46.5 
Missouri, Kan. & Texas.. 214,719 245,650 Dec.. 30,931 12.6 
Rockford, R.1.4St. Louis. Ge 8 nétoeecsda. diessasbsanios ontiin 
EXpenses.......cecee GA,CIB ec cccccccce 
DOAGIE. .cccccccccccce BOOS cccccccoee. cevscccccess 
Per cent. of exps..... LOL.ID «—« cccccccee secreccceses 
St. Louis, Alton & Terre 
Haute, Cairo Short Line 73,842 104,741 Dec.. 30,899 29.5 
St. Louis, Iron Mt. & So.. 233,178 235,248 Dec.. 2,070 0.9 
Toledo, Peoria & Warsaw. 116,980 78 837 Inc.. 38,143 48.4 
MOTE ones cecses “TUR BTD  cccscoscte § ssenndenseces 
ae ae weenie aia GETRD  cccnncecce 8 aeedenecennd 
Per cent. of expenses. DOE ‘ o0cceeeees) ( seadaabaehe eee 
Union Pacific........... 1,034,653 850,143 Inc.. 184,510 21.7 
Week ending July 30: 
Great Western..........+. £14,011 £16,707 Dec.. £2,696 16.1 
Week ending July 31: 
i UIE. sopctnncesas £36,600 £36,200 Inc..... £400 11 


Railroad Traffic. 


The Utah Central and Southern roads report freight traffic 
for July as follows: 


1875. 1874. Decrease. P.c. 

Utah Central, tons..........e00- 8,060 8,943 883 9.9 
Utah Southern, tons............ 5,121 7,781 2,652 34.1 
Mn eib'c008 ss cosevegeenes 13,189 16,724 3,535 21.1 


Of the Utah Central freight, 2,173 tons was coal and coke; of 
the Utah Southern 2,028 tons, ore and bullion. 


Ooal Movement. 


Coal tonnages for the week ending August 7 have been re- 
ported as follows: 


1875. 1874. Inc. or Dec, P.c. 
TN <sén0c0he00sesasgensae’ 563,023 410,234 Inc..152,798 37.2 
Semi-bituminous, Broad Top and 
DE ci visdaseedtsasteasce os WOOAD nccocee cosceccccves 
CS ee en GB00B  wicccce cocccccccces 
Bituminous, Barclay ............. TIBD ccccces sevvecensece 
7 West’n Pennsylvania. 18,280 .....2. secccccccece 
bas West Virginia........ BART cncccee cosvcccsvcce 
Coke, Western Pennsylvania...... 6,810 ccc -ce ccvcccccecce ° 


The Engineering and Mining Journal sums up the bitu- 
minous coal = reported for the seven months ending 
July 31 as follows: 


Tons 
I onss dink oeedatenseneeeshepecsedssseueceuae 5,290,748 
Sie 6 cise sdolcgnansidnsceman acteretsnerkseaieenel 1,434,098 
Mlinois. ... 









NE 56. cvsaine dasvilschsacediveoesionseuennae et 80,346 
Te A RRR RCI BONG REE (0 AE 80,325 
shes hh ELLE LLELLELELELELELELELELELEECEEEL TLE TTT TT eee 50,381 
Tennessee 43,087 
SM ath enics Ue sdiacse.0c co bb-00 dee desieedt coeemelaietrase 28,269 
nae dsc: ad dulcsioncn oo eabuee teenie 26,041 
DN ere he sel vn socs okcctndiends nelc<sdceencohtaeeacassexk 12,504 
Total 


TISIOTITITIT ETT TT ITIP TTT TT Trier rir ite 7,827,732 
The returns from most of the Western States are imperfect. 


The coal tonnage of the Pennsylvania Railroad for the last 
three days of July was: 





Tons. 

let 255, 5 <i aid s's Sp SSosloa Redo e Ruel oeea ee aces 17,735 
Bituminous bid haan vi0ds0sbhibosds eer sce passudpeeneeignwckeaees 31,323 
EDO be ehtnd 5 5p6.b50s0bssdess ideas decebeesedcebenaeneaeess 6,810 
Total ; 


An exchange Says: 
b A freight contract for 200 tons Lehigh coal, to be shipped 
Yrail direct from the mines in Pennsylvania to San Francisco, 
ently been made at $25 per ton freight. This is under- 
T to be the first shipment of coal by rail overland, 
€ San Francisco market happened to be bare of that kind of 


Coal, which, being urgently needed, called for the shipment in 
question,” . 


Plour and Grain Movement. 


ipts and shipments for the week ending Aug. 7 are re- 
Ported as follows, flour in barrels and grain in bushels : 


mer: ” 
eas 1875. 1874. Inc. or Dec, P. c. 
Lake Dorts receipts...... 78,179 88,255 De:.. 10,076 11.4 
Misatic shipments.... 94,573 78,140 Ine... 16,433 21.0 
© ports’ receipts. . 163,152 174,201 Dec.. 11,049 6.3 


hie: 
Ports’ receipta...... 1,324,509 1,184,732 Inc... 189,777 11.8 
shipments.... 992,652 890,582 Inc... 102,070 11.5 


Ports’ receipts ...2,376,484 1,096,961 Inc...1,279,523 116.5 





Grain of all kinds : 
Lake ports’ receipts ..... 2,587,841 3,400,017 Dec.. 812,176 23.9 
56 shipments... .2,471,616 3,481,173 Dec. .1,009,557 29.0 
Atlantic ports’ receipts..3,895,879 3,035,213 Inc... 860,666 28.3 
Of the Western lake shipments of grain, 1534 "pw! cent. went 
by rail this year, against 2314 per cent. in 187 and 11% per 
cent, in 1873. 
San Francisco shipments for July, the first month of the new 
crop year of California, were as follows : 
1875. 1874. 
- 468,425 
+. 33,116 


Decrease. P.c* 
471,900 3,475 0. 
600 484 1 


Wheat, bushels... 7 
A 


Flour, barrels 








Total, bushels........... 617,447 623,100 5,653 0.9 
All of the wheat went to British ports. Of the flour about 50 
per cent. went to Great Britain, 24 per cent. to China, 20 per 
cent. to Central America and Panama, and the rest chiefly to 
the Pacific islands. 
For the week ending with Aug. 14 Chicago receipts and ship- 
ments were : 


Receipts: 1875. 1874. Inc. or Dec. P.c. 
Flour, barrels.......... 37,076 29,049 nc.. 8,027 27.6 
Grain, bushels......... 1,065,271 2,069,613 Dec. .1,004,342 48.5 

Shipments: 

Flour, barrels....... .. 31,134 16,611 Inc.. 14,523 87.4 





Grain, bushels. . 1,599,602 . 220,426 12.1 





OLD AND NEW ROADS. 





§| Columbia & Port Deposit. 


The contractors have received orders to increase their forces 
and hurry up the work, so as to complete their contracts as 
soon as possible. It is thought that the entire road can be 
made ready for the rails by the middle of October. 
Intercolonial. 

The track on the south-eastern end of the line is laid to 
Metapediac, N. B., about 190 miles from the junction with the 
Halifax & St. John line at Moncton. A train started from 
Moncton tor Metapediac, August 16, with a number of officials 
on board. From Metapediac to St. Flavie, the point which the 
tracklayers on the western end had reached at last accounts, 
there is a gap of about eighty miles, which is being rapidly 
filled up. 


Tilinois Oentral. 


The Land Department reports for July sales of 460.67 acres 
of land for $3,662.46. The cash collected on land contracts was 
16,111.68. 


The Traffic Department reports earnings in July as follows : 


1875. 1874. Increase. P. co. 
In Dlinois, 707 miles...$516,329 61 $508,863 03 $7,466 58 =—1.5 
In Iowa, 402 miles. .... 186,454 00 118,591 26 67,862 74 57.2 





Total, 1,109 miles. ..$702,783 61 $627,454 29 $75,329 32 12.0 
The average earnings per mile were in Dlinois, $730; in Iowa, 
$464 ; for the whole road, $634. The Illinois lines, with 63.75 
per cent. of the mileage, had 73.47 per cent. of the earnings. 
Freight Rates Westward. 

After considerable discussion and many conferences the four 
trunk lines have finally agreed upon a new schedule of rates 
on westward-bound freights, which has gone into force. The 
rates from New York to various western points are as follows, 
the rate given bein } we 100 pounds : 

Ist Class. 24 Class. 34 Class. 4th Class. Special. 
5 40 35 30 20 


BE cacce . coosdoce 4 

GRABER oc cccvccscces 50 40 30 25 20 
Cleveland............. 40 30 25 20 15 
Cincinnati............ 46 37 28 23 19 
Louisville ............ 60 49 39 34 28 
GE; TOUS, .ccccescoces 67 55 43 36 32 
DOCKS. coccccrccccccce 40 31 25 20 16 
Detroit... .cccccccccece 40 30 25 20 15 
Milwaukee............ 50 40 30 20 


25 
New rates to Baltimore have been agreed upon, but have not 
yet gone into effect. 


St. Louis, Kansas City & Northern. 

The St. Louis Republican of August 14 says: ‘‘This company 
yesterday, as we understand, completed the purchase of a por- 
tion of the right of way of the St. Louis County Railroad, 
through Forest Park and into the Union depot. Very soon the 
first-named road will be able to land its passengers in the great 
central depot of all'the roads—an advantage that can scarcely 
be too highly estimated. The St. Louis County Railroad, by 
this sale, places itself, we are informed, in a position financially 
to complete its ror d through the park and to its terminus.” 

The contest for business to and from Kansas City, which was 
very lively while it lasted, has come suddenly to a close. A 
telegram from Chicago says that at a meeting of representa- 
tives of the companies interested, held in that city August 20, 
an agreement was concluded under which the cutting of rates 
will cease, and passenger fares will be restored to the old 
standard. 


The Tanner Brake Patent. 

Thomas Sayles, owner of the Tanner Brake Patent, has filed 
bills in Chancery, in the United States Circuit Court in Chica- 
go, against the Michigan Central, the Chicago & Northwestern, 
the Chicago, Rock Island & Pacific and the Lake Shore & 
Michigan Southern, for infringement of the patent. These 
companies all had licenses, for part of their lines, from Mr. 
Tanner, the original patentee, and the new suits are merely 
brought to keep alive the claims until a decision is reached in 
the suit now pending before the United States Court. 

The Springfield Bridge. 

Mr. Charles Bender sends us a Springfield Union of Aug. 16 

with a marked paragraph which says: “The inspection and 


rivet tightening of the Boston & Albany iron bridge over the 
Connecticut was completed Saturday night.” 


Montclair. 

It is reported that, in view of the present condition of the 
road, which was injured by the recent storms, and the burning 
of the bridge over the Passaic, the different interests have 
agreed to give the control of the property to the first-mort- 
gage bondholders at once, instead of waiting till September 11, 
the time set for the foreclosure sale. All that is now necessar 
to the completion of the agreement is the consent of Mr. Hewit 
trustee under the second mortgage, who is now in Europe, anc 
who has been telegraphed to. 

The first-mortgage bondholders will proceed at once to put 
the road in order, rebuild the Passaic bridge and do other 
necessary work. The reorganization will then be completed 
upon the basis already agi eed upon. 


Chicago, Rock Island & Pacific. 

When the Chicago & Southwestern road was built, it took 
advantage of the act of Congress authorizing the construction 
of the bridge over the Missouri at Leavenworth, which granted 
for the use of the railroads crossing the bridge the right of 
way through the Fort Leavenworth military reservation, the 
land taken not to exceed 300 feet in width. Under this 
authority the company built its depots, round-house 
and other buildings on the reservation, not, how- 
ever, occupying any ground outside of the 300 feet 
in width. me time since the Leavenworth City 
Council ordered an investigation into the right of the 
company to build there, the object being to compel the removal 
of the buildings into the ci-y, where they could be taxed. Sub- 


sequently General Pope, commander of the military district, 
issued an order requiring the buildings to be removed from 
the reservation by September 1. Thereupon the company an- 
nounced that it would be obliged to remove the and 
the terminus to Beverly, on the east side of the river. The 
City Council has now not only recalled its former action, but 
has passed resolutions requesting General Pope and the Secre- 
tary of War to withdraw the order of removal. 


Connecticut Central. 


_ About three-fourths of the grading is completed. The heay- 
iest work is at Scitico, where there is a deep cut on 
each side of the Sciatic River. The river is crossed by a bridge 
of 150 feet span. The rails have becn contracted for with the 
Cambria Iron Company, and the first lot of 500 tons was to be 
delivered this week, when tracklaying was to begin at East Mart- 
ford. The rails are 56 pounds to the yard, with fish joints. 
The ties are nearly all delivered. 


Marietta, Pittsburch & Cleveland. 

A circular from the Receiver says that the assent of nearly 
all the bondholders in this country had been procured to the 
plan of relief proposed in the circular of June 28. During June 
and July business improved somewhat, and a balance was left, 
after paying working expenses and cost of work on tunnels, to 
apply to payment of floating debt. Just at the close of July, 
however, the extraordinary storms which prevailed through 
Eastern Ohio, did terrible damage to the road 
and put a stop to all business. In this condition 
of affairs creditors became anxious and importunate, and for 
the protection of all, and one of the bondholders, it was 
——— best to put the road into the hands of a receiver, and 
Mr. Warner was appointed. He has, on his personal security 
made a on od oan, and has succeeded in putting the road 
in such condition that business has been resumed. Another 
reason for the action taken was the number of vexatious suits 
pending for violations of the law of 1874, prescribing maximum 
rates. This was modified in 1875, so as not to apply to unfin- 
ished roads, but the suits remain. 

In conclusion, the Receiver urges the necessity of carryin 


into effect the proposition already made, or some other sti 
more comprehensive. 


Indianapolis, Delphi & Ohicago. 

At the recent meeting of the board of directors, held in Mon- 
ticello, Ind., a plan was adopted to raise means to iron the 
road-bed, now t+ 88 miles, and also to take up maturing 
obligations, e report shows $860,000 of work done, assets, 
and only $25,000 of liabilities. The latter are to be wiped out 
by September 1. The city council of Chicago is to be called on 
to pass an ordinance of admission into that city, that the work 
of laying the iron may commence immediately, 


Monticello & Port Jervis. 

The new owners, who bought the road at foreclosure sale, 
have taken forma] possession. They intend to put the road in 
good condition and to make all necessary repairs, 

Wabash & Erie Oanal. 


This canal was badly damaged by the recent floods, so muchi 
so as to render many miles of it useless. The Commissioners 
appointed by the United States Circuit Court to take charge of 
the property, have made partial arrangements for its repair, 
and are trying to make them complete. 

Lachine Oanal Enlargement. 

The Secretary of the Canadian Board of Public Works will re- 
ceive at his office in Ottawa, Can., up to September 16, sealed 
tenders for the enlargement of this ca consisting of the 
widening and deepening of the channel from near the new 
basin, east of Wellington street bridge, upwards to the river St. 
Lawrence at Lachine, embracing the construction of new locks 


at St. Gabriel and Cote St. Paul, also the taking 
down and_ rebuilding the upper rtions of the 
present locks at these places; buildi ting 


weirs, culverts, bridge piers; the construction of a new 
entrance lock at Lachine, and the formation of a channel 
and basin on the south of the river side of the existing entrance, 
The works will be let in sections of the respective lengths indi- 
cated on a map of the line which, together with plans and 
specifications of the various works can seen at the Secre- 
tary’s office, and at the Lachine Canal Office, Montreal, on and 
after September 3 next, at either of which places printed forms 
of tender can be obtained. 

Tenders will not be received except on the printed forms 
furnished, and must be accompanied by a ed check or 
other available security for from $1,000 to $3,000, according to 
the amount of the bid, which will be forfeited if the bidder re- 
fuses to contract should the work be awarded to him. If the 
bid is not accepted, the money will be returned. ty will 
be required from contractors on real estate, or by deposit of 
money, public or municipal securities, or bank stocks, to the 
amount of 5 per cent.on the bulk sum of the contract, of 
which the sum sent in with the tender will be considered a 
part. Ninety per cent. only of the progress estimates will be 
— until the completion of the works. To each tender must 

e attached the actual signatures of two r nsible and sol- 
vent persons, residents of the Dominion, willing to e 
sureties for the carrying out of these conditions, as well as the 
due performance of works embraced in the contract. 


Baltimore & Ohio, 


It is said that this com 4 finally closed an agreement 
for the purchase from Mr, 8 Winans of his farm of 600 
acres at the Relay House, nine miles from Camden Station. 
The price is said to be $100,000, It is understood that on this 
property will be established extensive stock yards and probab) 
a large abattoir, where all the cattle business of Baltimore an 
the road can be transacted. 


New York & Canada. 


The tracklayers are busy about Port Kent, and the work is 
being pushed forward as fast as possible. It is expected that 
the road will be completed about November. 


Black River & St. Lawrence. 

The business men of Carthage, N. Y., have a 
mittee to buy the stock in this company o by the towns 
of Wilna and Diana, which is shortly to be sold. It is said 
that parties interested in iron ore property along the line will 
assist in ironing the road and completing it to Harrisville. 
It is graded and laid with wooden rails for some 10 miles north- 
east from Carthage, but is not now in operation, 


East Tennessee & Western North Oarolina. 

This unfinished road, which is to run from Johnson, Tenn., 
on the East Tennessee, Virginia & Georgia road, eastward to 
the Granberry iron district in North Carolina, has been sold to 
Pardee, Hoke & Co., who agree to complete the road by Sep- 
tember 1, 1877. The same firm has also bought a large tract 
of iron property, which they aw, oe developing. The head of 
the firm is Mr. A. Pardee, of Philadelphia. 


Evansville & Orawfordsville, 

The repairs of this road, rendered necessary by the recent 
floods, have been finally completed and trains have begun run- 
ning again. 

Chicago, Milwaukee & St. Paul. 

It is said that this company has cancelled the general con- 
solidated mortgage of last year, and made a new e of 
the same purport, but more carefully the 


ted a com- 





ed, substi’ 
Farmers’ Loan and Trust Company Trustee in place for 














8380 


THE RAILROAD GAZETTE. 











Mr. Russell Sage. It seems that only the dividend bonds of 
last year, about $800,000, were issued under the first draught 
of the mortgage, and of this moderate sum the present man- 

ers are in possession of a large proportion, and will have no 
difficulty in commanding or exchanging the remainder so as 
to make the future issue entirely orm. 


Worcester Oounty Central. 

A new survey has been made of this proposed line and a route 
found from Worcester to East Brookfield, 15 miles long, some- 
what shorter than the Boston & Albany. 

Lake Erie, Alliance & Wheeling. 

A correspondent of the bea Intelligencer says: ‘‘ This 
road is now em ny from Alliance, O., to Southington, a | my 
on the Painesville & Youngstown road, 39 miles from the Lake 
and will thus reach Fairport. The proposed route is southwest 
from Alliance to Bowerstown, on the Panhandle, about 16 
miles northwest of Cadiz, The connection will be made from 
Alliance to Sou n in 90 days. The work is light. The 
contract price is $17,000 per mile, which includes papecsie, 


tatio! yy and eee | needed by the road 000 in 
poe oa $14,000 in bonds—which may or may not be considered 
a big price.” 


Midland, of Oanada. 

The rails are now laid to Waubushene, Ont., 30 miles west 
from the late terminus at Orillia, and 116 miles from the Lake 
Ontario terminus at Port Hope. 


Oanada Southern. 

It is said that the h uarters of the company are to be re- 
moved from St. Thomas, Ont., to Detroit. There is also talk 
of building a branch from Comber, Ont., to Windsor, opposite 
Detroit, which will make that city the terminus of the main 
line. 

Texas & Pacific. 

The annual meeting was held in Philadelphia, August 10, 
when a long —— was presented, It states that the work of 
construction will be resumed in September. 

Louisiana Telegraph. 

A company by this name has been organized in New Orleans. 
The line first to be constructed is from New Orleans by way of 
Baton Rouge, Alexandria and Nachitoches to Shreveport. 
Another line is to be built from New Orleans to the Attakapas 
country, and other local lines are to follow. 


Atlantic & Pacific Telegraph. 

It is reported that this company has either consolidated with 
the Western Union or sold out its property to that corporation. 
It is impossible at present to ascertain the truth, but it is cer- 
tain that an agreement has been made under which rates have 
been res to the schedule which was in force before the 
late contest between the two companies began. 


New Orleans Pacific. 

The people of Marshall, Tex., have offered to secure the right 
of way and build the road from their city to the Louisiana 
State line, 28 miles, taking their pe in stock. This can be 
done under the charter of the Marshall & Mansfield road, which 
o- a land grant of 10,000 acres per mile. It is thought that 

,000 can be raised in Nachitoches, and a considerable 
amount in other places along the line. 


Utica & Black River. 

The committee appointed to consult with officers of this com- 
pany as to the — extension to Ogdensburg has had sev- 
eral conferences. It is understood that the company is willing 
to build the road from Morristown, N. Y., to the west side of 
the Oswegatchie River at en , provided the people of 
that place will subscribe for $60,000 of stock. 


Grand Trunk. 
The Boston Commercial Bulletin thus describes the improve- 
ments which this company has made and is making in Port- 


land : 
“The Galt Wharf property, toward which the city appro- 
riated $35,000, has deavonghia renewed, a granite aac 
Puilt around it, and the whole surface raised two feet; 16,000 
hardwood piles were used in the reconstruction, that average a 
cost of $10 each, their — being from 30 to 60 feet. There 
is now a depth of 24 feet at low tide at this wharf, which is 400 
feet long, and 70 feet wide. The grain elevator has its cupola 
on and the mapa A now going in. 

“The building is 102 feet long, feet wide and 112 feet high, 
having 42 bins, the largest to hold 4,000 bushels. The total 
capacity will be 200,000 bushels. The walls are . lank, 
the outside been 2x8 and the inside 2x6 each. e ‘hele is 
covered with corrugated iron, the roof and cupola tinned. 
There are to be three of Bosworth’s patent steam shovels, one 
dock elevator and a number of Fairbanks’ largest scales. An 
80-horse Portland engine furnishes the motive power. The 
building will cost $45,000, and is designed by Moulton, of Chi- 
cago, and built by 75 of the company’s own employes. The 
company have in view a new elevator at Sarnia, on the St. 
Clair River, oanente of holding 500,000 bushels, to be com- 
| September 1, when the Portland one will receive its 

st in. 

‘* Already storage has been engaged for half the cggeslty of 
the Portland elevator, while the wy oe: Greg: probab ypu on 
two grain steamers for moving this stock to Europe. e At- 
lantic wharf has been rebuilt, and now covers five acres, hav- 
ing thereon three warehouses, 50x920 feet each. These are in- 
tended for the coastwise and foreign trade in general mer- 
chandise needing ship and railwav facilities. ere are four 
tracks on the dock, and 100 cars can at one time be loading and 
unloading. ‘There are 6,000 piles and two and a half million 
feet of lumber in this wharf. 

“The three long store sheds on Ocean Dock built three years 
ago, and covering 7 acres of wharfage, have been thoroughly 
repai oa, on east of this a pier 200 feet wide and 400 feet lon 
is being built and covered in as a coal depot. Its capacity will 
be 25,000 tons. All this property—three-sevenths of the water 
front of Portland—the G@ 

12 miles of switching tracks that cross no streets nor interfere 


with the wharf business. The company will have a capacity to | dation of the Buffalo, Bradford & Pittsburgh 
handle 2,100 car-loads of freight per day, and have already run | pany, the Pittsburgh, Buffalo & Rochester Railroad Keng er 
acill- 


as hi h as 700 in one day. 


ere are special conveniences for connecting with the|tate the working of the lands), with a capital stock of such 
lumber wharves some half a mile from this property, to which | consolidated company amounting to $4,000, 
; hhave and each, whereof 99.990 

are expending nearly half a million in their Portland improve- | be delivered to the Erie Railway Company, or the Receiver. 
ments, which is an earnest of just what isin prospect for the | The consolidated company is also to 
future of that city as a commercial metropolis for New Eng-| the — al and interest of the said 


about 70 cars a day are despatched. The company 


land.” 
Central Vermont. 

The warranto proceedin 
w Senoes the Vermont Supreme 
ll. The defendants — for delay and objec 
diction of the Court, g that th 


fore the general the safest wa’ 

awe the order returnable to the Franklin County term in 
anuary. 

without any 


ed to employ an expert to examine the books, and consequently 
have to make objections to such items as they can pick out at 
the hearing. The ait al matters touched upon were the 
payments made to W. C. Smith as royalty upon certain cast- 
ings, the car company contracts, payments made to Hatch, a 
well-known lobbyist, to Coffin, a newspaper correspondent, and 
to B. B. Smalley, Clerk of the United States District Court. 
There was also some inquiry as to the lease of the Sullivan 
road by two of the trustees as individuals, and their absorption 
of $397,000 net earnings of that road, and as to the lease of the 
Montreal & Vermont Junction road, which was built and main- 
ly owned by two of the trustees. 

The bondholders have applied to the Chancellor for an order 
allowing them to have ike Sadie of the trust examined by an 
expert in their interest. 


Emmittsburg Branch. 

The contracts have been let for this branch of the Western 
Maryland, and arrangements have also been made for the pur- 
chase of the rails. It is expected that it will be completed by 
November. It will be seven miles long, from the Western 
Maryland at Rocky Ridge northward to Emmittsburg. 


Oolumbus & Toledo. 

Messrs. Benjamin E. Smith and associates, who took the con- 
tract for this road, are to receive $14,000 per mile, taking 
$1,064,000 of the company’s bonds, at 85 cents and the balance 
in cash. They are to put down one-half iron and one-half steel 
rails. All bridges are to be of iron, and the road is to be com- 
pleted November 1, 1876. The company provides for the right 
of way and depot buildings. 


St. Paul & Pacific. 


It is stated that at a recent conference held in New York, be- 
tween officers of the company and representatives of the Dutch 
bondholders, a compromise was agreed upon, All pending lit- 
igation is to be withdrawn for a year, and, if the bondholders 
ratify the agreement, money is to be advanced for the comple- 
tion of the St. Vincent Extension to Glyndon and Pembina, and 
the Brainerd Branch. These lines can then be finished in time 
to save the land grant. 

In the suit to determine the ownership of the 2,700 tons of 
iron bought for the St. Vincent Extension and now in Minne- 
sota, De Graff & Co. have received permission to sell 1,000 tons 
now at Duluth on executing a bond with sufficient securities for 
the amount of purchase money, in case the suit is decided 
oo them. No objection was made by the Receiver to this 
order. 


Southern Pacific. 

About 40 miles of the road from the San Gorgonio Pass east- 
ward out into the desert is graded. Work has had to be tem- 
porarily suspended on account of the intense heat. 


Burlington & Southwestern. 
The various parties in the foreclosure suit have consented to 
a compromise. General Baker, the Receiver ——o by the 
United States Circuit Court, and Mr. McKitterich, the Receiver 
appointed by the Iowa State Court, are both to resign, the first- 
mortgage bondholders are to take possession, and Elijah 
Smith, of Boston, is to have control of the whole railroad in 
Towa and Missouri, for the benefit of the first-mortgage bond- 
holders and other creditors, 


Delaware & Bound Brook. 
The final location of the Yardleyville Connecting and the 
Ewing & Trenton roads, which are to form the branch line to 
Trenton, has been made, and the maps filed with the Secretary 
of State, at Trenton, N. J. 


Pennsylvania & Erie Ooal & Railroad Oompany. 
It now appears that this new company has been organized for 
the purpose of consolidating with itself the interests of the 
Shawmut Coal Company and the coal lands belonging to the 
Erie. The contract for that purpose has already been agreed 
upon, as noted elsewhere. 


Central Pacific. 
Some very well executed counterfeit bonds of the California 
& Oregon road (now part of the Central Pacific) have been dis- 
covered in New York. The counterfeit bonds are fifteen in 
number, namely: 5,339, 5,345, 5,346, 5,349, 5,366 to 5,875. Wo 
others have been discovered, though it is believed that there 
was a conspiracy to flood the market with a large amount of 
counterfeits. 
Erie. : 
The Grand Opera House property in New York was sold re- 
cently under foreclosure of a mortgage upon it and was bought 
in by the company, which thereby perfected its title, upon 
which some doubt had rested. This was part of the property 
included in the restitution made by Jay Gould to the company. 
Subsequently the company sold it for $500,000, subject to seve- 
ral existing one, to an association which will use the building 
entirely for its original and legitimate purpose, as a theatre 
and opera house. 
Sir Edward Watkin, Chairman of the English committee, is 
making a tour of inspection over the road, in company with 
the General Superintendent, Mr. E. 8. Bowen. 
On petition of Receiver Jewett, the New York Supreme Court 
has made an order permittin 


nal price of $100,000 by the purchasing committee appointed 
by the bondholders. No other bid was made. The whoie 
amount was paid in cash, as the order of sale directed that at 
least $100,000 must be paid in money. The small sum paid was 
doubtless fixed upon in order to induce bondholders to agree to 
the plan of reorganization, as the dividend to be paid to those 
who do not join in the plan will be almust nothing. 


Paris & Danville. 


The Mlinois Circuit Court has granted the application for a 
receiver, and has appointed Hon. James Eads to that position, 
Ohicago & Illinois Ri er. 

Messrs. M. K. Jesup & Co., acting, it is understood, for the 
Chicago & Alton Company, have brought suit to recover ad- 
vances made to this company amounting, with interest, to 
$426,535.52. They ask authority to sell $474,000 first-mortgage 
bonds of the company, which were pledged with them as secue 
rity. The amount of the bonds originally pledged was $700,000, 
but the company desired to withdrew those first-mortgage 
bonds and substitute a new first mortgage, and the plaintifis 
agreed to the exchange of $474,000 of the bonds under the new 
first mortgage for the old security. 


Atlantic & Great Western. 

It is said that the Cleveland & Mahoning Valley Railroad 
Company resumed possession of its road August 2, on account 
of the failure of the Atlantic & Great Western to comply with 
the terms of the lease. All or nearly all of the steak af the 
company is held by the trustees of the Atlantic & Great Western 
leased line rental trust bonds. 


Atchison Bridge. 

The new iron my across the Missouri River at Atchison 

Kan., was fully tested August 11, by Major Rust, Vice-President 
of the American Bridge Company, and Major Gunn, the Con- 
structing Engineer. Five engines and tanks with an aggregate 
weight of 250 tons were aa in the test, and under this trial 
there was but a deflection of 15% inches. Master Mechanic Wil- 
liams of the Atchison & Nebraska Railroad, who has been an 
engineer for thirty-four consecutive years, ran the first engine 
across the new bridge, carrying bridge officers, press reporters 
and prominent citizens. 
The bridge was to be opened for travel this week, and arrange- 
ments fora formal opening and grand celebration, to take 
place September 2, are being made. A grand procession in- 
cluding all the societies of the city and county and of many 
novel and interesting features will be one of the features of the 
day. Addresses are expected from Governor Hardin of Mis- 
souri, Governor Osborn of Kansas, Senator Ingalls, Col. Jas, 
N. Burnes and other prominent citizens of Missouri and 
Kansas. 


Memphis & Charleston. 

This company has petitioned the City Council of Memphis, 
Tenn., for permission to lay a track from the depot on Adams 
street to the Centralflanding, via Washington street, so as to 
make connection with the Memphis & Little Rock, Paducah & 
Memphis, and Memphis & Louisville railroads. It is proposed 
to run the cars through the city by horse power between the 
top of the levee grade and the Memphis & Charleston depot. 
Between the top of the grade and the landing steam power 
will be necessary. 

Portland & Ogdensburg—Vermont Division. 

At the annual meeting of the Lamoille Valley Railroad Com- 
pany, whose line forms part of this road, resolutions were 
adopted that the road should be built, as originally intended 
to Maquam Bay in Swanton, Vt., and that none of its funds 
should be used tor any other line. The directors were also 
instructed to begin laying iron at Maquam Bay, and to lay it 
from that point eastward to Johnson. 


Indianapolis, Bloomington & Western. 

A meeting of the holders of the Extension bonds is to be 
held at No. 20 Nassau street, New York, August 24, at 2 p. m, 
The meeting is called by the trustee, Mr. Robert Turner, 


New York & Oswego Midland. 

The United States Circuit Court has dissolved the injunctions 
heretofore granted to prevent the collection of taxes assessed 
upon the road. The Court held that it has already been de- 
cided that the taxation of the property was not a violation of 
any contract between the company and the State, and the only 
question left was as to the manner of the assessments. They 
appear to have been made according to law and the tax war- 
rants are regular on their face, and the tax collectors are only 
doing their duty in enforcing the payment. 

The Hoosac Tunnel Line. 

The Massachusetts State loan of $600,000 for arching the 
Hossac Tunnel and that of $1,300,000 for the re-location and re- 
building of the Troy & Greenfield. road, has been negotiated 
at 9.051 per cent, premium. The loan bears 5 per cent. interest 
in gold. 


Dividends. 

Dividends have been declared by the following companies : 
Pennsylvania, 2 per cent., quarterly, payable August 30. 
Cleveland & Pittsburgh, 1°4 per cent., quarterly, on the new 


the execution of a contract | guaranteed stock, payable September 1. 
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Trunk controls, Adjacent, it has | ceive a certain num 


ainst the Smith board came ; : : 
arbcat Montpelier, August ioe age | is the Pennsylvania & Erie 
to the juris-| gary, is to be used to construct a line of railroad to furnish an 


e case should have been : : : 
brought in Franklin County, where it could not be tried until outlet to market for the coal, in connection with the roads al- 


next year. The Court reserved decision, intimating, however, 


that, unless by consent of parties, the organization of the Court i i i 
was such that original pe oy would not properly come be- meen 3 eS & be d ee Sy ane 4 at 


would be to| The new company will own 33,107 acres of coal lands. 
t for the term was subsequently made | Northern Pacific. . 


whereby the interests of the Erie Railway Company in Penn- 
sylvania coal lands shall be consolidated with those of the 
Shawmut Company, the lands of which adjoin, and to some ex- 
tent surround, those owned by trie. This consolidation is per- 
mitted under the provisions of a contract whereby it is pro- 
vided: (1.) That a mortgage is to be executed on the property 
so united to secure bonds to be issued to the amount of 
$4,000,000; the transfer by Mr. Jewett to the consolidated 
company of the Erie interest, or, in other words, the entire 
stock of the Northwestern Mining & Exchange Company, to 
wit: 5,000 shares, in exchange for $1,366,667 of the said mort- 
gage-bonds at par, subject to the pe ent of the balance due 
on the purchase of the lands of the Northwestern Company, 
amounting to $544,080.96; the said Shawmut Company to re- 

ber of the said mortgage bonds in payment 
for its interest in the mortgaged premises. (2.) The consoli- 
ilroad Com- 


and the Brandy Camp Railroad Company (all of which 


in shares of $100 
shares being a majority of the stock, is to 


rantee the payment of 
,000,000 of bonds of said 
Northwestern Mining & Exchange Company. (3.) William D, 
Shipman is appointed Trustee to dispose of this $4,000,000 of 
bonds. (4.) e name to be assume: jae new consolidated 
al and Railway Com- 


(5.) The proceeds of the bonds, or so much as neces- 


ready named. 
It is claimed that this disposition of the coal lands will secure 


erived from its own lands alone. 


The road and franchises were sold at auction under the de- 





The 
very slow e counsel for the bo 





given. 
audi of the accounts of the old trust is. progressing | cree of foreclosure in New York, August 12. There was no 
i th ndholders were not allow- | competition, and the entire property was bought for the nomi- 


Chicago & Alton, 4 per cent., semi-annual, payable Septem- 
ber 1 


South Carolina. 

The trouble between this company and the Charlotte, Co- 
lumbia & Augusta has caused the revival of an old project—the 
extension of the Camden Branch of the South Carolina 
northward from Camden, 8. C., to Charlotte, N. C., a distance 
of about 75 miles. 


Missouri, Kansas & Texas. 
Dr. A. W. de Klerck writes to us from Amsterdam: “ At the 
meeting of the Missouri, Kansas & Texas bondholders, July 26, 
Mr. Parrish, the Secretary of the Paris bondholders, said that 
for the first half of this year the railroad’s gross earnings were 
$1,223,000, the working expenses $681,000, and the net earn 
ings $542,000, and so himself proved that the company’s Pp 
sition can hardly be carried out; for by the arrangement 
amount of 7 per cent. bonds will be increased to $20,000,000, on 
which 4 per cent. must be paid for three years, and 5 per cent. 
for the three years next following, or $800,000 and $1,000,000 
per ped respectively, and Mr. Bond (so the papers say) 
posed on his confirmation as Receiver that more than $4, 
early will be required for renewals of tracks and 
oreover, the least decrease in earnings or the slightest un. 
foreseen circumstance may imperil the whole scheme. 
fact that Louis H. Meyer, the trustee, was on the Barlow 
for the Erie directory has made a very bad impression here, 
in view of what Livingstone has said concerning the t 
This made the market for the bonds dull, and the price fell 
er cent.,and as I have predicted heretofore, there va 
uyers at all for the preferred stock, nor will there be any for 
the income bonds so long as the company pays no more 
to the Hollander’s right to have one or more of their own vy 4 
tees, or a Hollander with powers appot un control of 
management. But we believe that the company, and 
more the men of the Land Grant Railway & Trust Com 
will be very glad that all their irre ties are now | 
and will stick. We have no confidence in the m 
nor in the trustees, and fear new machinations and 








lations by the continuance of the Land Grant Railway a4 
Company in the ownership. As I have said before, it 
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impossible for this company to sell any income bonds in our 
finally force them to give what 


market. This, I suppose, wi 
we have the right to ask—that is, the road built with our 


money.” 


A New Mexican Railroad. 


The 7wo Republics of Jul 


commence next October. 


built to the hacienda de la Orduna.” 


Pacific Mail. 


The company has concluded a contract for a month] 
steamers from San Francisco to Port Chalmers, New Yealand 
and Sydney. NewSouth Wales. For the mail service performed 
by those steamers the company will receive an annual subsidy 
from the colonies of New Zealand and New South Wales of 
£89,250, about $450,000. For the present, Elder & Co., of Glas- 
gow, Scotland, will furnish two of 
and will receive two-fifths of the subsidy. The contract is for 


eight years, and will go into effect at once. 


Chicago, 


The Receiver, Gen. A. Anderson, reports as follows for June 


and July 


Receipts from old accounts 
Business in June 


“ 


Total 


Supplies and expenses 
For trustees 


Net receipts, June and Jul 


Receipts on account of former receivers 


Balance on hand August 1 
The report was referred to Mr. Bishop, as Master, for exami- 


nation. 


The order discharging Messrs. Hammond and Brown, the 
late receivers, has been rescinded until some objections filed to 


Danville & Vincennes. 


“ July 


ee 


PAO em ewww ewes eesereeeseeeeees 


their report can be heard. 


New Mail Routes. 


Mail service has been ordered over the extension of the Jack- 
son, Lansing & Saginaw road, from Otsego Lake to Gaylord, 


Mich., eight miles. 


Service has also been ordered over the extension of the Gal- 
veston, Harrisburg & San Antonio from Luling to Kingsbury, 


Tex., 12 miles. 


Toledo, 


The Receiver, Mr. A. L. Hopkins, reports for June and July 


Peoria & Warsaw. 


as follows : 


Balance on hand June 1 


$50,647 20 r : > 

RN i ckenesecuevegsesawae *. 119/482 18 | DY WUERES Che Seetaeing nent Miles 
Tuly “se tennenensececeescceeeses oe senpeesescenes 116,979 99 | atlantic & Pacific, Pacific, Mo., to Vinita, Ind. Ter............. 328.00 
1 Shon aan a, | Missouri Pacific, main line, St. Louis to Kansas City.......... 283.50 
ll ouidsdibbnbbebeaeseek deaunk aakauna ieee $287,109 37 “ “ Carondelet Branch, Kirkwood to Carondelet.. 15.50 
June expenses (83.80 per Cent.) .......sceeccsees $100,127 82 Osage Valley & Southern Kansas, Tipton, Mo., to Boonville.... 25.00 
July (103.08 per C€Nt.)..+.+sseeeseeeeeee 120,579 11 Lexington & St. Louis, Sedalia, Mo., to Lexington...........++. 55.25 
————_ 220,706 93 | Missouri River road, Kansas City, Mo., to Leavenworth, Kan.. 25.25 
A, DME. smsncscdioccrwesawetohanabieennee «+ $66,402 44 ay 5 ee _— 1.25 

The report was referred to Mr. Bishop, as Master, for exam- ' 
ination. ish snnvnckanictnbceeiveukh Gis eeocembevebieoeses 153.75 
Rockford, Rock Island & St. Louis. The line owned is the 328 miles from Pacific to Vinita. The 





The Receiver’s report for July is as follows: 


1 21 says: ‘Mr. Zangroniz has sent 
to England for the material necessary for the construction of 
the railroad from Jalapa to Coatepec.' Work on this road will 
It is said that a branch road will be 


line of 


the five steamers required, 





Yoccccccccccccccseccccceceoes $26,189 55 


33,473 90 


MN a d8pnbho0'0n500edenghnddbkebsesdesepankiaeeuawined $59,663 45 


Paid on account of former receivers 52,237 42 


$7,426 03 


Texas 7’s, 423%; Atlantic & Great Western 7’s (Ohio mortgage) 
72; St. Paul & Pacific 1st section 7’s, 4414; ditto 2d section Fs, 
20%; ditto consolidated 7's, 191;; ditto 1869 7’s, 16 5-16; ditto St. 
Vincent and Brainerd Extensions 7's, 8 15-16; Toledo, Peoria & 
Warsaw 7s, 21; Marietta & Pittsburgh 7’s, 4644; Denver Pacific 
7's, 64; Atlantic, Mississippi & Ohio 7’s, 4214; Gilman, Clinton 
& Springfield 7's, 68. 

Ohicago & Batavia 


A company by this name has filed articles of incorporation in 
Ilinois. The line is from Chicago, west to Batavia, 35 miles, 
with power to extend hereafter to the Mississippi. It will run 
between the oy Burlington & Quincy and the Chicago & 
Northwestern’s Galena Division, and will be intended mainly 
for suburban travel. The line for much of the way must be 


very close to the Chicago, Millington & Western, on which 
some work has been done. 


St. Louis, Osage City & Walnut Valley. 

A company by this name is having a survey made of a line 
from Osage City, Kan., by way of Emporia into the valley of 
the Walnut River, and down that stream to the Arkansas at 
Arkansas City, with a branch from the latter place to Wichita. 


New York, Boston & Montreal. 


A bondholder writes to the London Railway Times of July 
17, as follows: 

7| ‘* Asa first mortgage bondholder in the above company, I 
think it about time that the meeting be convened for the pur- 
pose of taking steps for our protection. Unless prompt 
measures be at once taken, there can be no doubt that the 
—_— of the money subscribed in this country will be entirely 
ost. 

“These bonds were issued in March, 1873, the prospectus 
stating that 200 miles of the line was then in operation, 56 
more would be in working order by June, and the whole 
would be completed by the end of the year; the rate of interest 
was to be7 per cent. per annum, payable Ist February and 1st 
August, two of which payments, only have been made—namely, 
on ist August, 1873, and 1st February, 1874. None of these 
statements, it will be seen, have been carried out, the interest 
has not been paid, and the line even at this date is far from 


completion, and it becomes a question whether at the time of 
the issue of the rospectus it wasin the forward state therein 
represented. That the whole thing should have omgen 
within one year of its birth must, without doubt, have been 
anticipated by the directors, and in all probability by the 
agents in this country—Messrs. Bischoffsheim & Goldschmidt 
—and it would be strange it some of the thirteen directors or 


present appears a most deliberate fraud.” 


ANNUAL REPORTS. 
Atlantic & Pacific. 








main line and Carondelet Branch of the Missouri Pacific are 
owned by that company ; the other lines were leased by it and 


BC FFOM JUME........scecescccccccsccccescccccesccccs $19,748 34 | sub-leased to the Atlantic & Pacific. The St. Louis, Lawrence 

mestipts during the MomtB. occ occcecscccccosccccesoccscese 54,009 48 | & Denver, from Pleasant Hill, Mo., to Lawrence, Kan., 61 

Total 373, 757 82 miles, was formerly leased, but the lease was dissolved about 
TITTTTTITITI TIT TiTiririiriiriirrrirrrririr rere . * » line 5 ile 

Expenses (101.12 per cent. of receipts).........seseeeees e+e» 54,615 29 the close of 1873. There are on the whole line 99.5 miles of 


Balance August 1 


vices. 


The foreclosure sale, which was to take place in Chicago, 
August 10, was postponed to August 16 at the request of Judge 
Trumbull, of counsel for the Frankfort bondholders. 
resented that there was a combination to prevent competition 
and bid off the road at less than its real value; that the Ger- 
man bondholders intended to bid in the 
but that some confusion had arisen as to his instructions, which 


would be removed in a few days. 


The sale finally took place in Chicago, August 16. Notices 
were served on behalf of the St. Louis, Aiton & Rock Island 
Company, which has a suit pending against the Rockford Com- 
pany, and of H. H. Porter, who claims certain rolling stock 
that those claims would be followed up. There were severa 
bidders, Mr. Hassler, on behalf of some bondh 
Otis, who was said to bid for the Chicago & Northwestern, a 
party unknown and Mr. Osterberg, who finally 
road for account of the German bondholders. 
was $1,320,000, of which 
balance in bonds. 


urchased t 


Amerigan Securities in Holland. 


Under date of Aug. 1, Dr. A. W. de Klerck writes us that for 
the week the chief business in American securities had been in 
bonds ; Chicago & Nort western; Atlantic, Mississip- 

ansas & Texas; Denver & Rio Grande, 
and St. Paul & Pacific bonds. Peruvians rose 1 per cent. on 
reports of the success of the new loan, which, b: 
€ Way, will probably have an effect on the half-suspende 
Chicago & Northwestern bonds and 
uyers for New York were al- 
rice being 1 per cent. lower in Am- 
several days the brokers 
rs holding them, encour- 
e close of the 
was also reported there that the company had al- 
Teady got possession of the W b 
announce the fact until the arrangement for 
tine coupons had been completed. Nothing had been heard 
om the Secretary of the St. Paul & Pacific bondholders’ com- 
, Who had gone to this country to negotiate with the 
f ippi & Ohio rose 14% on news of 
improved earnings. Denver & Rio Grande fell further 24%, with 


Pernvian 


pi & Ohio ; Missouri, K 


account of r 


th 
‘oad 


Preferred stock were very firm. 
Ways in the market, the 


could not get 50 shares, the Hollande 
aged by a general expectation of a dividend at 


year. It 
hot 


Mittee 


Company. Atlantic, Mississ 


contracts there. 


than in New York; durin 


est Wisconsin Railway, 


oeaneccoccceneccecoesooonsesnscounss $19,142 53 
_An allowance of $1,000 was made to the Receiver for his ser- 


He rep- 


roperty through him, 


olders ; Judge 


@ price paid 
$200,000 must be paid in money, the 


ut would 
funding the 


second track and sidings. 

The equipment consists of 138 engines; 66 passenger, 4 sleep- 
ing, 11 postal and 24 baggage and pee cars; 1,642 box, 553 
stock, eo latform, 692 iron ore and 74 caboose cars; 1 pay, 1 
directors, 5 tool and 3 derrick cars, a total of 105 passenger- 
train cars, 3,591 freight-train cars, and 10 service cars. 

The capital account of the Atlantic and Pacific is as follows : 

COMMON BEOGK. 0c ccccccccccocccccescccvcevcccevccceovcecce $8,360,300 
Premarek .§  ccccccce » 000000 006000s006e0enteesced beencneses 11,400,000 








Total stock ($60,245 per mile owned).......+.s-eeeeeeeres $19,760,300 
Funded debt ($52,291 per mile owned).........sseeeeeseeee 17,151,359 
Floating debt ($4,285 per mile owned)..........eeeeeeeeeeee 1,405,513 

Total ($116,821 per mile OWNed)........+.eeeeeeeeeeeeeees $38,317,172 


Arrangements have been made to fund for two years the 
coupons on $1,828,000 first-mortgage land-grant bonds, and for 
three years those on $2,010,500 second mortgage bonds. There 
are ,000 land debentures, which are not a charge on the 
earnings of the road, but only on the receipts of the land de- 
€ | partment. ppt 

The outstanding securities of the Missouri Pacific at the close 
of the year were: 


AOL it BIT. 6 is oes so cnbservnncsdoebecenveed $6,782,400 
Bonds ($42,956 per mile).........s+seecececceveresecsecncess 12,743,700 

Total ($65,640 per mile)..........-seeceecceeveeeceseeees $19,626,100 

By the terms of the lease 5 per cent. dividends are payable 
on Missouri Pacific stock up to July 1, 1875, 6 per cent. from 
that time to July 1, 1877, and 7 per cent. thereafter. The 
annual rental charges on the lines sub-leased amount to $160,- 


500, of which $54, — in gold. 

The land grant in Missouri amounts to 2,059,776 acres, of 
which patents have been received for 1,662,246.41 acres; in the 
Indian Territory 900,000 acres have been earned. There were 
sold during the year 76,882.68 acres for $342,035.58, an average 
of $4.44 per acre. The Land Department reports cash receipts 
for the year $162,844.02; expenses, $32,977.77; net receipts, $130,- 

.20. The balances due the company on land contracts 
amounted to $989,264.82. Included in the grant are large tracts 
of land rich in minerals, iron, lead and zinc. : - 

The report refers at length to the proposed alliance with the 
Texas & Pacific Company, the junction of the two roads and 
their completion to California as one trunk line, and the effort 
to secure a loan of credit from the Federal Government. 

The work done on the lines operated was as follows: 





Very little business. Missouri 
Amsterdam corre | qotetions Aug. 8, were: Cleveland, Co- —> & _—— Total. 
my Cincinnati & Indianapolis shares, 58%; Union Pacific | » ontusin mallenge 4 565,455 810,100 
py 64; Missouri, Kansas & Texas shares, 15; Missouri | passengers carried............ 64,577 21,1914, 785, 77834 
Mi © 6 per cent. bonds, 64; Chesapeake & Ohio 6’s, 30; North | Passenger mileage........--.. 5,640,7663, 35,221,472 40,862,2383, 
ssouri 7's, 72; Oregon & California 7's, 1654; Port Huron & Freight-train mileage......... 577,980 1,708,755 2,286,735 
© Michigan 7's, 21; St. Louis & Southeastern 7's, 323 4; | Tons freight moved........... 260, 920,945 1,181,368 
Ee éland, Mt. Vernon & Delaware 7’s, 52; Kansas Pacific 7’s, | Tonnage mileage.............-37,806,155 121,344,033 159,150,188 
Deotmbus Extension 7’s, 53% , Denver & Rio Grande 7’s 40; | Rate per ton per mile......... 2.62 cents. 1.94 cents. ais conte 
ver & Boulder Valley 7’s, & A ; Rockford, Rock Island & St. | Bates per passenger per mile.. 4.83 3.18 
is 7’s 12; California Pacific Extension 7's. 2834; West Wis-| On the Missouri Pacific there was an increase of 8.2 per cent. 
Brae 85 Chicago & Southwestern 7's, 76%; do. Atchison | in passenger mileage and a decrease of 29.1 per ceftt. in ton- 
7s, 18; Florida 7’s. 45-16; Milwaukee & 8 . Paul shares, | nage mileage. On the Atlantic & Pacific a decrease of 0.9 per 
ti, ©. 7 per cent. bonds, 64; Paducah & Memphis 7’s, 30; | cent. in passenger mileage and an increase of 7.8 per cent. in 
ean Bt. Louis 7’s, 52; Port Royal 7’s, 12; Atchison, T: ka & | tonnage mileagé. On all the lines the total mileage of engines, 
Pade a pad ; Bes Moines Valley wey Elizabethtown & | including service trains, wes 8,540,975 wiles; Ge orentgs cost 
8, 40; Missouri & Kansas Bridge 8's, 20; eo ay og Cen-| of engine service 21.37 cen r mile. The pas- 
Tay hares, 52; Central Pacific 6’s, 8784; Union Pacific ’s, 877%; | senger-train cars was 4,082,596; freight-train cars, 19,633,007 
Pacific Southern Branch 6’s, 41; Missouri, Kansas &! miles, 





agents in this country cannot be made reponsible for what at 


During the fiscal year ending December 31, 1874, this compa- 


The earnings of the property were as follows : 














Atlantic & Missouri Pa- 
Pacific. cific. Total. 
WII. 0000 ccndeceens $990,666 39 $2,368,541 52 $3,359,207 91 
Passengers............. 272,722 53 1,134,242 85 1,496,965 38 
Mail, express, etc...... 588 98 210,668 56 308,257 54 
WAR. cc cccocesce $1,360,977 90 $3,713,452 93 $5,074,430 83 
Conducting transporta- 

Mis 6nckses se scnedon 174,346 43. 704,992 24 879,338 67 
Motive power......... 183,672 35 714,272 78 897,945 13 
Maintenance of way... 187,887 45 544,573 65 732,461 10 
Maintenance of cars... 45,915 29 184,060 97 229,976 26 
General expenses...... 47,490 55 113,664 33 161,154 88 

Det. .ccivcecrsve $639,312 07 $2,261,563 97 $2,900,876 04 
Net earnings........... $721,665 &3 $1,451,888 96 $2,173,554 79 
Gross earnings per mile 4,155 65 8,722 14 6,736 71 
Expenses me 1,952 09 5,311 95 3,851 4 
Net earnings ore 2,203 56 3,410 19 2,885 57 
Per cent. of expenses. . 46.97 60.90 57.16 


A comparison with the previous year shows, for the Atlantic 
& Pacific, an increase of $84,666.50, or 6.6 per cent. in gross 
earnings ; a decrease of $72,720.38, or 10.2 per cent., in ex- 
penses ; ah increase of $157,386.88, or 27.9 per cent., in net 
earnings. For the Missouri Pacific, an increase of $5,511.24, or 
0.15 per cent., in gross earnings ; a decrease of $43,661.96, or 1.9 
per cent., in expenses; an increase of $49,173.20, or $.5 per 
cent., in net earnings. 

A summary of the Atlantic & Pacific income account is as 
follows : 


Balance from 1873 








ps006 Sesnesecesiccercs - $30,730 32 
Net earnings of lines worked for 1874. . 2,173,554 79 
Lands, royalty and interest.............. 462,989 70 
OAR. vas cceccocsrcccccccncegocce cccccseccoos cece $2,667,274 81 
Interest, rentals, dividends and general expenses........ 2,338,629 64 
Balances 00 IBV... sccccsocccsscvcdccccesccecessgse $328,645 17 


The report sums up the improvements made on the Missouri 
Pacific since the lease in 1872, which include 219 miles of new 
rails and 219,000 ties; the bridges repaired; the Carondelet 
Branch, the Poplar Street Extension in St. Louis built ; the line 
relocated at Wyandotte ; enlarged depots at St. Louis, Sedalia, 
Leavenworth, Kansas City and Atchison; new shops at St. 
Louis and Sedalia ; new round-houses at Sedalia and Chamois ; 
the new iron bridge over the Kaw River ; new fences, improv 
road-bed and generally improved buildings along the line ; 25 
engines and 1,200 cars added to the equipment. The working 
expenses have also been considerably reduced. 

he dividend, interest and rentals accruing on account of the 
Missouri Pacific lease during the year (reducing gold to cur- 
rency) exceeded by about $115,000 the net earnings of that road 
and branches. 


Keokuk & Des Moines. 

This company was organized by the first-mortgage bond- 
holders of the oid Des Moines Valley road, who bought at the 
foreclosure sale that part of the road which was covered by 





their bonds. The line owned and worked by the new company 
extends from Keokuk, Ia., northwest to Des Moinvus, 161 miles, 
The present report covers the first fiscal year of the new com- 
pany, ending March 31, 1875. 

e equipment consists of 18 engines; 10 passenger, 1 smok- 
ing and { baggage and express cars; 10 way, 203 box, 103 stock, 
38 flat, 70 coal and 1 line car; 4 boarding, 1 wrecking, 1 tool, 1 
sawing machine, 1 pile-driver, 42 hand and 12 rail cars, 

The capital account is as follows : 
Protea C000. 200 ccccccvccces cocccccecececcgscsccseses $1,524,600 00 
Common BtOCK......0sseceeeeeeeeeee seen 2,400,000 00 
Total stock ($24,376 per mile)........0.eeeeeeeeeees $3,924,600 00 
First mortgage bonds, 7 per cent........0..--eeeeeeeeees 2,300,000 
Funded interest bonds, 8 per Cont.......++.seeeeeecenes 254,300 00 
Funded interest scrip, convertible...... ...seseseeeeees 4,420 00 
Total funded debt ($15,893 per mile)............++++ 2,558,720 00 
Bills payable, current accounts and credit balance of in- 
COME ACCOUNL.......6+eese0e TITTTETITITITT TTT TTT 204,154 96 
Total ($41,537 per mile).............06+ irdvtvevepeds $6,687,474 96 


The company holds $353,000 of its first-mortgage bonds, 
There was expended for permanent improvements $473,646.65, 
the means being derived from’net earnings, from the sale o 
$99,000 first-mortgage bonds and from bills payable. 

The work done was as follows : 









Pa ger train mileag 191,680 
Passengers carried... 146,689 
Passenger mileage... 5,590,050 
Freight train mileage 228,722 


Tons freight MOVE... ..cccccccccccscccsevccscesvecece cece 
TomMage MAMAS. «0000000 cccccccces ccccovevecesesooeeseoes 17,048,127 
The principal items of freight were grain, cattle, coal and 
lumber. 
The earnings for the year (ending March 31) were as follows: 





1874-75. 1873-74. Inc, or Dec, P.c. 

Passengers........+. $193,143 72 $152,843 19 Inc.. $40,300 53 26.4 
Freight........++0+ 512,759 14 452,510 47 Inc.. 60,248 67 13.3 
Other sources....... 51,478 74 45,960 11 Inc.. 5,518 63 12.0 
Detah.ccccsveses $757,381 60 $651,313 77 Inc .. $106,067 838 16.3 
Expenses and taxes,. 474,513 51 ..ccececess == tewewteceeee eee 
Net earnings. ...$282,868 0D ...cesseees «= teweernccene sees 
Gross earn. per mile, 4,704 23 4,045 43 Inc 658 80 16.3 
Net “ 0 ce | AFIT ccccccccse §—§=«_—Ss odo cvesence oses 
Per cent. of exp’nses GBB cocccccoces | cencdeccseoes ence 


The net earnings were sufficient to pay the interest on the 
outstanding bonded debt ($2,201,300) and leave a balance of 
$126,234 09, equal to 8.28 per cent. on the preferred stock. 

The road-bed is reported in good condition, except the 11 
miles which is to be replaced by the new line. Many of the 
culverts need replacing and one truss bridge must be rebuilt. 
Since the present company took the road 52% miles of it have 
been laid with new and 67% miles with repaired rails. The old 
rails have been in use, many of them, for aght or ten years. 
Very nearly all the sidings, of which there are 17.76 miles, 
have been relaid with repaired rails. Of new fence 38 miles 
have been built. Several new depots have been built; others 
need repairs. The machine shops also need r 

The new line from Buena Vista to Sand Prairie, 11 miles, 
will, it is believed, fully repay its cost in the diminished ex- 

nse of working, owing to the lowering of the grades. Itis 
Ce finished this fall, and will cost about $80,000, exclusive of 
the rails. Contracts have been made for 2,200 tons of rails 
and 50,000 ties to be used during the current year. 





“Train Accidents in July. 


On the 1st an engine on the Vermont Central road ran into 
some ties which had poe ee At rails near North 
Georgia, Vt., and was thrown from the 4 

On the 3d, a passenger train on the Cincinnati & Muskingum 
Valley road ran off the track near Clarksville, O., blocking the 
track some time, and badly injuring the baggage master. 

As the wrecking train was going to clear the track it ran 
into a hand car, which was coming from the wreck, at Morrow, 
O., killing the section master and ey the car. 

On the afternoon of the $d, a train on the Montclair Railroad 
ran off the track on the bridge over the Passaic at Woodside, 
N. J., blocking the road several hours. 





On the morning of the 4th, on the New York Central & Hud- 
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son River road near the Grand Central depot in New York, an 
thrown from the track by the spreading of 
the rails and two cars were badly damaged. 

On the 4th a train on the Carolina Central broke through a 
bridge near Charlotte, N. C., and was wrecked. i 

On the tof the 4th, near Stewart’s, O., on the Marietta 
& Cincinnati road, the engine of a construction train ran off 
the track and went down the bank into the Hocking River. 
Two men were killed and ning others hurt. = 

On the afternoon of the 5th there was a butting collision 
between two er trains on the Rockaway Branch of the 
Southern ‘aise Island, near Rockaway, N. Y. Both 
engines were badly wrecked, and two or three cars were much 
broken. A conductor, fireman and brakeman, with four pas- 
sengers, were killed, and nine ngers badly hurt, including 
Mr. Poppenhusen, General mager of the company. Both 
trains were heavily loaded with excursion passengers, and a 
large number were slightly bruised. It is said that the con- 
ductor of the east-bound train should have waited for the other, 
but thought he had time to reach the next turnout before the 
other came along. : 

On the ni ht of the 5th, near Morrison, Ill., on the Chicago 
& Northwes five cars of an east-bound express train 
were thrown from the track where a culvert had been washed 
out by a heavy rain. The cars were a good deal broken and 
four persons were badly bruised. vad 

On the morning of the 6th there was a butting collision 
between two freight trains on the Grand Trunk Railway, near 
North Yarmouth, Me., by which both engines were slightly 
damaged. The tracks were wet and the brake failed to hold 
the trains. 

Very early on the morning of the 7th the first section of a 
freight train on the Erie Railway stopped for some reason on a 
down e, near Town Line, .N. Y., when the second section 
ran into its rear, weeny several cars and injuring a brake- 
man. The track was blocked several hours. " 

On the 7th there was a butting collision between two freight 
trains in the Erie yard at Binghamton, N. Y., by which an 
— was badly damaged. 

the 7th the engine of an ore train on the Green Pond 
Railroad ran off the track near Charlotteburg, N. J., and was 
somewhat damaged. ; 

On the moi of the 9th, near Lafayette, Ind., on the To- 
ledo, Wabash & Western road, there was a butting collision 
between a regular freight and an extra train having a circus on 
board, by which both engines were disabled and one man hurt. 
The extra was very heavy and on a down grade, and could not 
be stopped in time. 

On the afternoon of the 9th, on the Peoria, Pekin & Jackson- 
ville road, near Bath, Dl., six cars of a freight train were 
thrown from the track, where the road had been washed by 
rain. 

Very early on the morning of the 10th, the lightning express 
on the Toledo, Wabash & Western road ran over five head of 
cattle which were lying on the track near Chapin, Il. The en- 

ine upset and fatally injured the engineman and fireman. 
The Sesuhge as and first coach left the track and were badly 
used ¥ 6 train was delayed two hours. 

On the 10th, a wheel broke under a car of a freight train on 
the Erie Railway, near Pond Eddy, N. Y., and the car was 
thrown from the k, blocking the road for an hour. 

On the afternoon of the llth, a freight train on the Cheng- 

ke & Ohio road ran into the rear of a preeeting train near 
Tonia Court House, Va., wrecking several cars and damaging 
the \e 

On the 12th, an engine on the Cairo & St. Louis road ran off 
the track near Cairo, Il. 

Near noon on the 13th, the engine of a passenger train on the 


. Central Railroad of New Jersey was thrown from the track at 


N. J., by a misplaced switch. 
On the atrain on the Sioux City and Pacific road ran 
into a drove of cattle ing several of them. The train was 


thrown from the track and the engineman badly hurt. 

On the afternoon of the 14th an express train on the Morris 
& Essex Division of the Delaware, Lackawanna & Western road 
was thrown from the track near Mountain View, N. J., by the 
spreading of the rails. The tender and baggage car were 
badly bro and the road was blocked three hours. It is said 
that the vacuum brakes failed to work, owing to the breaking of 
a rubber connecting hose. 

Very early on the mo of the 15th an express train on 
the Philadelphia, Wilm m & Baltimore road ran over a 
cow near Elkton, Md., ina cutting. The cow was thrown up 
against the side of the cut and rolled back under the first pas- 
senger car, throwing it from the track. The road was blocked 
for two hours. 

On the morning of the 15th an express train on the Northern 
Division of the Vermont Central was thrown from the track by 
a broken switch-rod at the Stanstead, Shefford & Chambly 
Junction near St. John, P.Q. The tender, baggage and pas- 
senger cars and sl coach ran off, blocking the road for 
some time. One passenger was injured. 

On the afternoon of the 15th there was a collision between 
two locomotives on the Central Railroad of New Jersey in 
Elizabeth, N.J., by which both were slightly damaged. 

On the evening of the 15th an east-bo' assenger train on 
the Lake Shore & i Southern Railway strfftk a tie 
which had been laid across the rails near Elyria, O., and the 
engine and one car were thrown from the track. 

the night of the 15th, the ~~ and two cars of a pas- 
senger train on the W ch of the Baltimore & 
Ohio road were thrown from the track at Bladensburg, Md., 
by a tie which had been washed upon the track by a [reshet, 
the water having covered the road for a time. The engine 
was and the cars upset and were much broken. 

On the 16th, a train on the Housatonic road ran into a hand- 
car near Beers’ Mills, injuring a section foreman and destroy- 
ing the hand car. 

ear midnight on the 16th, as a freight train on the Chicago 
& Northwestern road was running eastward in three sections, 
the engine of the first section broke down near Camanche, Ia. 
The second section was s when the third section came 
up and ran into the rear of the second, wrecking an engine and 
several —_, and injuring the engineman. e track was 
blocked nearly a — 

On the 17th, near Peru, Ind., on the Toledo, Wabash & Western 
road, an east-bound freight train was thrown from the track at 
a place where a track gang had taken out a rail for repairs and 


had neglected to put out a signal. The engine and six cars | d 


went into the ditch and were wrecked. 
Shortly after noon on the 20th, two cars of a passenger train 
on the Midland road ran off the track near Minier, Il., 


—_* Senne four passengers besides a number who were 

e 20th, there was a collision at Ottawa, Ill., on the 
Fox River branch of the , Burlington & Quincy Rail- 
road, between a regular train, which was a the town, 
and an extra which pulled out of a side track just in time to 


get in its way. The breaking of a pilot was the only damage 


one. 

On the t of the 20th, a passenger train on the Missouri 
Kansas & Texas road ran over a steer near Deerfield, Mo., and 
the and two cars were thrown from the track. 

On of the 22d, there was a butting collision 
between an and a coal train near Warren, O., on the 
Atlantic & Great Western road, by which both engines were 
er the ois the eading to th 

e a car on coal siding | to the river at 
Ashland, Ky., and running down the inclined 
plane at great speed, jumped the track and ran into a house, 


breaking it up and killing a woman and a boy who were in it. 

On the evening of the 22d, the engine and eight cars of a 
construction train, on the Toledo, Wabash & Western road, 
were thrown from the track by a misplaced switch at Brook- 
lyn, [l., and badly wrecked. The engineman and fireman were 
hurt and the road blocked all night. 

On the 21st, on the St. Louis, Iron Mountain & Southern 
road, about thirty-seven miles south of St. Louis, a collision 
occurred between a working train backing south and a freight 
train coming north. The damage to rolling stock was about 
$3,000. The cause is reported to be the negligence of a train 
dispatcher in overlooking an order giving the working train 
the right of way south. 

On the 21st, on the Washington City, Virginia Midland & 
Great Southern road, near Bull Run, Va, a freight train was 
thrown from the track by an obstruction put upon the rails for 
that purpose. The engine was badly wrecked. 

On the 21st there was a butting collision between two pas- 
senger trains on the Flint & Pere Marquette road, at Milford, 
Mich., by which the pilot of one was broken up. 

On the evening of the 2ist, at Southbridge, Mass., on the 
New York & New England railroad, a passenger train ran over 
a misplaced switch and into a car loaded with brick, which, 
with others, stood upon a siding. The pilot and the extension 
smoke arch to collect sparks, with which the engine was fitted, 
were badly damaged. 

On the night of the 21st, on the New York & Oswego Midland, 
at Fulton, N. Y., the tire of one of the driving wheels came 
completely off the center, throwing the engine from the track. 

On the 23d, as a train on the Washington City, Virginia Mid- 
land & Great Southern road was near Bull Run Bridge, Va., a 
tire on one of the driving wheels broke, throwing the engine 
from the track. The engine went down a bank 15 feet, drag- 
ging after it the baggage, smoking and ladies’ cars. The first 
two were badly broken and the last was saved by running 
against the wreck of an engine which had been thrown from 
the track two days before, and which prevented it from upset- 
ting. The baggageman was badly hurt. 

On the 23d, as a freight train on the Union Pacific was going 
up a grade near Cheyenne, Wy. T., three cars broke loose anc 
ran back at a high speed. A section hand threw a tie across 
the track to stop them and they were thrown into the ditch and 
badly broken. 

On the evening of the 23d, the boiler of an engine on the 
Erie Railway exploded near Saw Mill Rift, N. Y., completely 
destroying the engine and killing the engineman, fireman and 
a flagman who had just stepped on the engine. The body of 
the epgineman was thrown across the Delaware River. The 
engine had been running down grade and had been stopped on a 
siding, from which it was pulling out when the explosion 
took place. ‘The boiler was about 12 years old, the engine 
being of the Mogul pattern, with long fire-box and a water 
ge made for burning anthracite coal. The boiler gave way 

rst at the side sheet, and one side of the engine was complete- 
ly stripped. It is said that subsequent examination disclosed 
the fact that a number of the stay-bolts were broken, a group 
of them in one place, just where the pad connecting boiler an 
frame is bolted to the side sheet, being not only broken, but 
the ends scaled over, showing an old break. Some of the 
driving wheels are missing, and are supposed to be at the bot- 
tom of the Delaware. The force of the explosion is shown by 
the fact that the driving axles were torn apart in the bearing. 

On the morning of the 24th, an express train on the Grand 
Trunk Railway ran into the rear of a local passenger train 
which had just stopped at the Junction, near Detroit, Mich. 
The engine and several cars were badly broken up, and a pas- 
senger was caught between, two cars and severely injured. It 
is said that the engineman on the express put on the air-brake, 
but it refused to work. 

Near noon on the 24th, several cars of a mixed train on the 
St. Louis, Keokuk & Northwestern road were thrown from the 
track near Alexandria, Mo., and one of them was badly broken. 
The conductor was thrown from a platform and much hurt. It 
is said that a loose tie, which had been left close to the track, 
was caught by one of the cars and thrown under the wheels of 
the following one. 

Early on the morning of the 25th, the engine of an express 
train 6n the New York Central & Hudson River broke a con- 
necting rod at Fonda, N. Y., delaying the train some time. 

On the afternoon of the 26th, as an express train on the New 
York Division of the Pennsylvania Railroad was passing 
through Elizabeth, N. J., a truck broke under a Pullman car, 
delaying the train some time. : 

On the night of the 26th a freight train on the Southwestern 
Division of the Chicago, Rock Island & Pacific road ran off the 
track near Clifton, Ia., blocking the road some time. 

Very early on the morning of the 27th an express train on 
the Indianapolis, Bloomington & Western ran over a horse 
near Jamestown; Ind. The engine and two cars left the track 
and the tender upset, crushing the fireman to death under- 
neath it. 

Early on the morning of the 27th an east bound express on 
the Marietta & Cincinnati road ran into a gap where a culvert 
had been washed out, near Zaleski, O. Phe engine was 
wrecked, the fireman killed and the engineman badly hurt. 

On the morning of the 27th as a mixed train on the 
Northern Pacific was crossing the bridge over the Mis- 
sissippi at Brainerd, Minn., the bridge gave way and 
the train went down nearly 80 feet into the river. The 
engine and several cars had passed the span which gave 
way, but were pulled back and fell upon the rest of the train. 
The caboose struck upon a pier and broke in two leavin 
several persons on the pier. The engineman, fireman an 
three passengers were killed, and five were hurt, of whom two 
went down and three were left on the pier by the caboose. 
Three spans gave way, two of them Howe truss about 130 
feet long, one a short span of 40 feet. There is much differ- 
ence of opinion as to the cause of the break, one party asserting 
that it was the weight of the train, the bridge being weak, 
while competent persons believe that a car jumped the track, 
or else that some rails, with which several of the cars were 
loaded, got loose and knocked down a truss. 

On the night of the 27th, a train onthe Illinois Midland was 
thrown from the track near Hervey City, Ill., ata place where 
a road-bed had been washed and the rails sprung out of 

ace. 

. On the morning of the 28th, in Hartford, Conn., as a Con- 
necticut Valley train was backing down to the Asylum street 
epot, it struck the rear end of a train on the New York, New 
Haven & Hartford freight track, breaking a freight car con- 
siderably and blocking the road some time. 

On the morning of the 28th, a train on the West Jersey road 
ran into an engine which was switching in the yard at Camden, 
N. J. Both engines were damaged and a fireman killed. 

On the afternoon of the 28th, a freight trainon the Louisville, 
New Albany & Chicago road went through a trestle-work 40 
feet high, between Putnamville and Cloverdale, Ind., wrecking 
the engine and a number of cars completely, killing the engine- 
man, conductor anda brakeman and badly injuring the fire- 
man. : 

Very early on the morning of the 29th, a freight train on the 
Memphis & Little Rock road ran off the track, blocking the 
road all ~*~. 

Early on the morning of the 29th, near Ossian, Ind., on the 
Fort Wayne, Muncie & Cincinnati road, two cars of a passenger 
train were thrown from the track by a broken switch rod. Both 
cars were considerably damaged, and the track was blocked 
several hours. 





On the 29th, near the Union depot, in Indianapolis, Ind., there 


; Was @ collision between a Vandalia switching engine and a train 


on the Pittsburgh, Cincinnati & St. Louis, by which a tender 
and two flat cars were bad y damaged. 

On the 29th, as a train on the Boston, Revere Beach & Lynn 
road was making a flying switch at Lynn, Mass., the switch- 
tender threw over his switch too soon, throwing the tender 
from the track. The cars ran into the tender breaking it badly 
and smashing a platform on the forward car. 


road ran into a culvert which had been washed out near Bed- 
ford, Ind. ‘The engine upset and, with several cars, was badly 
wrecked. The conductor was killed. 

On the afternoon of the 29th, on the St. Louis, Salem & Little 
Rock road, about 23 miles north of Salem, Mo., a 12 by 12 feet 
open culvert over a dry gulch was washed out during a very 
heavy local rain, leaving a gap 45 feet long and 16 feet deer, 
the approach f.om the north being through a rock cut and on a 
curve which prevented the brea from being seen more than 
200 feet. A north-bound train of 15 empty ore and one passen- 
ger car ran into the hole, and the engine, tender, and ten ore 
cars were piled up on top of each other, the passenger coach 
remaining on the track. The engineman and fireman were 
both killed, the Master Mechanic and Treasurer of the com- 
pany, who were on the engine, were badly hurt. 

On the evening of the 29th a train on the Portsmouth, Great 
Falls & aaron road ran into a log which had been placed 
across the track, wrecking the front of the engine. 

On the evening of the 29th a passenger train on the Utica 
Division of the Delaware, Lackawanna & Western road struck 
some ties which had been laid upon the track, throwing the 
front end of the engine from the rails, delaying the train 
45 minutes. 

On the night of the 29th, at Truckee, Nev., on the Central 

Pacific, there was a collision, by which two flat cars loaded 
with lumber were wrecked. It is said to have been caused by 
neglect to observe the proper signals. 
Jn the 30th a freight train on the New York Central & Hud- 
son River ran off the track near Schenectady, N. Y., wrecking 
the engine and eight cars and blocking both freight and passen- 
ger tracks. 

On the 30th, as a train of 95 empty ore cars was running 
backwards down a grade on the Marquette, Houghton & On- 
tonagon road, near Republic, Mich., the rear car struck a 
horse and 35 cars were piled up in a heap and completely 
wrecked, 

On the 30th a mixed train on the New York & Oswego Mid- 

land broke through a trestle near Walton, N. Y., wrecking 
several cars and killing several head of stock. 
On the morning of the 31st, on the Lake Superior & Missis- 
sippi road, near Pickering Cut, Minn.,on a sharp curve, there 
was a butting collision between a regular and an extra freight 
by which both engines and a number of cars were wrecked, a 
fireman killed and two others hurt. Itis said that the extra 
should have waited for the other train at the preceding station, 
as it had the right to the road. 

On the morning of the 31st, near Kansas City, Mo., on the 
Missouri Pacific road, a freight train was thrown from the 
track where the road had been badly washed. 

On the morning of the 31st, near Hannibal, Mo., on the Han- 
nibal & St. Joseph road, the engine and baggage car of a pas- 
senger train ran into a washout and were wrecked. The body 
of the engineman, who was killed, was afterward found ina 
pile of drift, half a mile from the engine. 

On the-31st, a ogg train on the Memphis & Little Rock 
road, at Forrest City, Ark., was thrown from the track by a 
misplaced switch. 

On the evening of the 31st, at Mill Creek, Tex., on the Texas 
& Pacific road, an engine broke through the bridge and went 
down 40 feet, injuring one man. 

This is a total of 73 accidents, whereby 33 persons were 
killed and 50 injured. Fifteen accidents caused death, 13 in- 
jury less than death, while 45, or 62 per cent. of the whole, 
caused no injury serious enough to be recorded. 

These accidents may be classified as to their nature and 
causes as follows: 

COLLISIONS: 
PROG COMMIMIODD oo ods cocccccccccccceccedccccccétovsccseoosecees 5 
DURAN COUNOND es 000 cove ccccoesccccacccecccececescoesones 12 


EE MIDs anc nb cngn. 00 460sepensenereueeesens 060008 
CRORES 6.006 cescccccnscecccsedovcsiacesesnerscnevesseecs 


DERAILMENTS: 
URORINMIMOR, «0c ccccescccccce © ereeccced 
Wash-out ....... 
Cattle on track .. 







Malicious obstruction...........scceeeeeeees oe 
AGCUAGRA CROEOEOR 0.0.0.0.0 cerccevccscvedsceeccsecccevecececs 

PONE GWEN 06s. scvccvcetotescccresesedcoebeoceseccd eves d 
Broken wheel or tire 
EE BE wsnn cncccscccccccssc.ceceesnceeeswescncceeee 

DECRG GE FOND occ ecccscccepecccccccccosecccceescs covees 2 
SG BOS SUID, oc ccccc co cccstcccccnebdcerenccesonccanese 1 
MOUS 56 610 0:00 00000 46.0000 00:0606009b09b6- 600086 bodsedees 1 
BE OME sacs ccccsicetccedéuccesioccbbeessesntceseedeebee 1 


RIE BEBO 05 vce cctc ccccasesccvectvvescssss cenessesepesesens 1 
PI SEIN BOG. «66k 0:6. 0.0 0:r'0:04.00:0:0000406000n99 cs0enbneceeeeee 1 


Three collisions were caused by mistakes in orders or fail- 
ure to deliver them, three by failure of brakes and one by a 
misplaced switch. The number of collisions, and especially of 
butting collisions, in proportion to the whole number of acci- 
dents, was noticeably large. Cattle on track and wash-outs 
were responsible for a number of accidents, but not more than 
usual at this season. The number of malicious obstructions 
is unpleasantly large, and, indeed, there seems to have been 
quite an epidemic of train wreckipg all over the country. 
Nineteen accidents resulted directly from defects or failures of 
road or equipment. 

The number of accidents was quite small, though larger 
than for any one of the three preceding months, The number 
of killed is, however, unusually large. As compared with July 
of last year there is an increase of nine accidents and of 13 
killed, and a decrease of 54 in the number injured. 

For the year ending with July the record is as follows: 

No. of eccttente. nmaee Injured. 





" 

27 1 
16 60 
13 69 
12 2 

10 

11 186 
17 3 
60 9 67 
Missi degnaispeesssyeomesbecvess< 54 6 4 
GUN kine wb sbe Vi sis cecceceowwaees 61 23 50 
UR yahs annvsare ea liees cansuseanae 13 33 Ba: 
CT RRR ea ARSE: 1,111 193 942 


The averages per day for the month were 2.35 accidents, 1.06 
killed and 1.61 injured; for the year they were 3.04 accidents, 
0.53 killed and 2.58 injured. The averages for the month sre 
thus higher in the number killed, but otherwise much below 





those for the year. 
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On the 29th a train on the Louisville, New Albany & Chicago* 
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- Wight Rivetted Lattice. Railroad and Highway Bridges. 


| — Bridge & Iron Works, 
ROCHESTER, N. Y 
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" WROUGHT-IRON BRIDGE CO. 
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D, HAMMOND, President. 
WM. BRITTON, Secretary. 


Office and Works, 
CANTON, O. 


Manufacturers and Builders of all Wrought-Iron Railwav and Highway Truss, Arch and Swing 
Bridges, Plate avd Lattice Girders, Irm Roots, Turn-Tabies, Iron Piers ard Trestles. Have over 
TWENCY-FOUR MILES of their IRON BRIDGES now in use in twenty-four different States anu 


JOB ABBOTT, 
N. G. MORSE, } Engincers. 


Canada. ILLUS rRaTE ‘D ALBUM and estimates sent on application. 


| 
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PORTER. BELL ry co. 





eae “LIGHT L OCOMOTIVES, 


For Mines, Furnaces, “‘ontractors’ Use, and other Special Service ;jalso Light and Heavy md ot Narrow- 


PITTSBURGH, PENN. 


Office, No. 5 Monongahela House, t 











“NATIONAL BRIDCE AND IRON WORKS. 
General Office, 32 Hawley Btreet, Boston-- vee -- Works at East Boston. 
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Contractors tor building and erecting long and short spans wrought y 
iron railway and highway bricges, viadu-te, turn-tables, iron girder 
beams, roof trusses and general architectural iron work. 


\ Mn 
ces ar ee ene eet Th, DS :,.25.ckr nce cnenabedssandnbencieciecanacsumsacksedeaeske nme rietors. 
Cc. 8. |. PARKER, Engineer. A. W. PaRKER, —— ent 


KELLOGG & MAURICE, 
OFFICE AND WORKS: ATHENS, PA, 




















Iron and __Wooden Bridges, Roofs, Turn- tables, Ete. 











4. A, COFRODE. J. B. SCHAEFFER F. H. SAYLOR. 


J. H. COFRODE & CO. 
Engineers and Bridge Builders. 


DESIGN AND CONSTRUCT IRON, WOODEN AND COMBINATION BRIDGE 
AND ROOF TRUSSES, &., 
OFFICE : 


____No. 530 Walnut Street, Philacelphia. yen 
National Locomotive & Machine Works. 


DAWSON & BAILY, 


MANUFAOTURERS OF 


LOCOMOTIVES 


NARROW-GAUGE LOCOMOTIVES A SPECIALTY. 
OFFICE AND WORKS AT CONNELLSVILLE. PENN. 











BROOKS 


DUNKIRK, N. Y. 


Works, A. V.B. B. ard 50th 8t., 
LOCOMOTIVE W ORKS, 





Orders Solicited for Locon.otives Adapted for Everv Cless of 


Railway Service. 
M. L. HINMAN, Sgc’y & Treas. H. G. BRUOKS, F ues'r & Sur's. 





ROCERS LOCOMOTIVE / AND MACHINE WORKS. 


Paterson, New Jersey, 








Having extensive facilities, are now prepared to furnish promptly, of the bet ond must approved 
deserigtive. either COAL OR WOOD BURNING 


Locomotive Engmes, and other Varieties of Railroad Machinery. 


J. 8. ROGERS, President. THOS. ROGERS, Treas., 
we. bE ap erg Paar b Be. «“ Rzchange Pivee. New Vork. 











LOCOMOTIVE "ENGINE. SAFETY ‘TRUCK CO. 


OF NEW YORK. 





eT el Patent to Levi Bissell, Aag. 4, 1857, Nov. 2, 1858 (s* 

wets ov, 3 ABT) hn vob. il, 1862; D. B. Pratt, Oot. 16, 1860; W. . 8. Hudson, Apri! 5, 14.4 
1 ee DRAWINGS FURNISHED AND LICENSES GRANTED O8 APPLICATION. 

A. F. SMITH, President. M. F. MOORE, Seo’y and Agent, 

4LBERT BRIDGES, Treas. No, 46, OCortiandt st.jN. ¥. 
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RHODE ISLAND LOCOMOTIVE 


RHODE ISLAND. 


PROVIDENCE, 
WwW. S. SLATER. 


President. 


B. W. HEALEY. 


Sup’t and 


Gen’] Manager. 






WORKS, 
E. P. MASON. 


Treasurer. 


W. H. FENNER, 


Secretarv and 








Ass’t Treasurer, 











HINKLEY “LOCOMOTIVE 


[ 


439 ALBANY STREET, BOSTON, 


LOCOMOTIVE ENGINES AND TENDERS, 
BOILERS AND TANKS, 


Gun Metal and Common Iron Castings, Brass and Composition 
astings. 


LOCOMOTIVES AND BOILERS REPAIRED. 


e@ Bole m iutacturers oj the ‘ HINKLEY PATENT BOILER.” All orders will be executed with 


Qispatch 
FP. L. BULLARD, Treas. FRANK D. OHILD, Sup’t. 


ADAMS AYER, Pres’t. 
GEO. F. OHILD, Secretary. EL L. LEAOH, General Manager. 


Schenectady Locomotive Works, 











SCHENECTADY, N. Y. 
OHAS. G. wenasual ‘Treas. _WALTER McQUEEN, oun. 


pee 0. ELLIB, Pres. 








"WORKS, BALDWIN LOCOMOTIVE WORKS. 





BURNHAM, PARRY, WILLIAMS & 00., Philadelvhia, 
LOCOMOTIVE ENGINES. 


Especially Adapted to Every Vaz iety of Railroad Service, including 
Mining Engines and Locomotives for Narrow-Gauge Railways. 
All .vork accurately fitted to gauges, and thoroughly interchangeable. Plan, Materials, Work- 
manship, Finish and Efficiency fuly guaranteed. 
CHAS. T. PARRY. WM. P. HENSZEY. 
EDW. LONGSTRETH. JOHN ‘A. CONVERSE. 


GEO. BURNHAM. 
EDWARD H. WILLIAMS. 


PITTSBURGH LOCOMOTIVE & CAR. WORKS, 


PITTSBURGH, PA. 








MANUFACTURERS OF 
LOCOMOTIVE ENGINES FOR BROAD OR NARROW GAUGE ROADS. 
From standard designs, or according to specifications, to suit purchasers. 


Tanks, Locomotive or Stationary Boilers furnished at Short Notice. 
D. A, Stewart, Pres’t. J. A. Dura, _ WILSON MILLER, Sec. and Treas, 


Taunton Locomotive Manufacturing Co, 





1 PRE habe 
ice- ent, 
A. J. BIXBY, Sec’y and Treasurer, Parenson, N. J. 


New York, Office 52 Wall St. 
JAMES ‘COOKE, Superintendent, ALLEN 


, AGENT. 


MASON MACHINE WORKS 


TAUNTON MASS. 





[ESTABLISHED IN 1846.} HARRISON TWEED, Treas. 


TAUNTON, MASS. 
‘|Mancheste er ~ Locomotive W orks, 


P. I. PERRIN, Supt. 




















WM. H. BENT, Treas. 
BUILDERS OF ALL KINDS OF 


OCOMOTIVES, 


‘\M. MASON, Prest, FRED’K. MASON, Agent. 


L 
* 4XCUUDING DOUBLE-TRUCK LOCOMOTIVES FOR WIDE OR NARROW-GAUGE RAILROADS, 


4180 ALL KINDS OF OOTTON MACHINERY. 





MANUFACTURERS OF LOCOMOTIVE ENGINES 
All work accurately fitted to gauges. All parts Gapticates's ana ‘on of best material and wo 


manship. A. BURNHAM, Prosident | 
ARETAS BLOOD, Agent, Manchester, M. B. wit. G. MEANS, Treas., Boston, 
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